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Rehabilitation 


OE, the Master Mechanic, runs up to visit the Michigan United 

_ Traction Company and is dee-lighted with the way they get 
results. ‘ 

He finds them working like beavers replacing the equipments 

on all their interurban cars as fast as they can with Westinghouse 

H L Field Control and Quadruple No. 333 Commutating Pole 
Motors, arranged for operation on 600-1200 volts. . 

Joe was greatly interested in the workmanlike layout of the 

equipment, and made numerous notes on the finish and design of 

the cars, remodelled by the Michigan United Company in their own 


shops. He will have an interesting report to make to the General 
Manager. ; 
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tating Pole Motor 


Michigan United Traction Company operates approximately 500 
miles of interurban road. 
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The total represented by the St. 


VALUES IN 
THE CITY OF Louis Public Service Commission as 
ST. LOUIS the fair value of the property of the 


United Railways Company of St. Louis shows an appalling 
difference when compared with the value claimed by the 
company. The conclusion reached by the commission as a 
result of its valuation of the property is that the fair value 
at present is, in round figures, $37,600,000, while the com- 
pany shows a total capitalization, bonds and stock, of 
$101,300,000. The reasons why the commission takes the 
low figures named are set forth in the abstract of its report 
which is published in another part of this issue. The pur- 
pose of the activities of the commission in this case appears 
to be to place before the Municipal Assembly, to which it 
reports, data regarding the affairs of the railway company. 
In other words, the commission is a local body acting en- 
tirely as the representative of the Assembly. It investigates 
and reports, and such action as may be taken as a result 
of its report is taken by the Municipal Assembly. The 
company is not seeking to recapitalize, to reorganize or to 
change its rates. The position of the Erecrric RatLway 
JourNAL concerning great differences in the results of 
valuation of a property by representatives of the public 
and of a corporation concerned is that so far as possible 
outstanding securities should be protected. The argument 
in favor of this course is not that it rewards any who are 
morally or legally responsible for the creation of securities 
that did not represent actual investment, but that it protects 
those in the community who, for the most part, were inno- 
cent purchasers of the same securities for cash in later 
years. Wherever possible the regulation of values by 
commissions that have the power of such regulation should 
begin with the values added in the future and not with the 
values represented by securities issued in the past, unless, 
as in the remedy proposed in Buffalo, with a fair protection 
of existing securities, part of the earnings of the years to 
come may be used to retire some of the old capitalization. 


THE USE OF The description of the large termi- 
TICKETS WITH nal building for surface cars planned 
Pp. A. Y. E. CARS by the Public 
which appears elsewhere in this issue brings up the ques- 
‘tion of the value of advance payments by means of a ticket 


Service Railway 


booth system on a railway where pay-as-you-enter cars are 
In this case the decision to erect a ter- 
minal building is primarily due to the extreme conditions of 


used exclusively. 


congestion in the city of Newark, N. J., where, owing to 
the restricted area of the business district, it has actually 
become a physical impossibility to get enough cars through 
the city to handle the rush-hour crowds. Under such cir- 
cumstances it is natural that the plans for the terminal 
should include an advance-payment scheme, so that a car 
may be loaded promptly upon arrival and sent out upon an- 
other trip with the least possible delay. This plan, while 
of course not new, is one which could be used more often 
than it is. It is applicable, of course, only to points where 
a large proportion of the load gets on at one or two stops, 
or, as is expected to be the fact in the case in point, where 
the entire load gets on at one place. The opportunity for 
time saving by advance-payment systems or the general use 
of tickets is shown by the figures and records of the aver- 
age time required by different numbers of passengers to 
board cars of different types published in recent issues of 
this paper. These have shown that the time required to 


_ load thirty-five passengers on pay-as-you-enter cars of four 


representative cities was about one minute. To load the 
same number of passengers on a non-prepayment car ap- 
peared to average surprisingly close to thirty seconds. 
Manifestly, if prepayment cars are used, and no city sys- 
tem would to-day consent from choice to the use of the old 
system of fare collection, it would be idle to expect to main- 
tain a regular one-minute headway on a line including a 
loading point at which thirty or forty passengers might 
board. Assuming, however, the universal use of tickets, this 
headway could easily be maintained, for the loading of the 
cars would then be quite comparable to that of a non-pre- 
payment car with a loading time of only thirty seconds. In 
practice, where it is possible to encourage the use of tickets 
in place of the payment of cash fares their partial use at 
congested points would seem to provide at least a means for 
increasing schedule speed. 


Those American electric railway 
MULTI-CLASS companies which believe that some 
FARE SERVICE extra profit is possible through the 
operation of cars de luxe with an extra fare will be inter- 
ested in the present discussion on the proposed electrifica- 
tion of the Berlin Stadtbahn in so far as the question of 
class fares is concerned. The facts brought out in this 
discussion have demonstrated forcibly the economic ab- 
surdity of charging more than one rate of fare unless the 
equivalent for the higher fare is a faster service, say, like 


LOSSES IN 
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the “limited” train of the American interurban railway. 
Even in Germany, where the feeling of class is still so 
sharply defined, the opinion is gaining ground that the 
slightly better grade of upholstery which now constitutes 
the difference between the second-class and the third-class 
cars in Europe does not warrant a 50 per cent increase in 
fare. “First-class” cars are not operated on the Stadtbahn 
or on the other urban rapid transit lines in Germany, so 
that the discussion there has been confined to the relative 
“third-class” 
Hence, when the Prussian State Railways announced that 
the cost of electrifying the Stadtbahn and of eliminating 
the present annual deficit of $200,000 would have to be 
met by an increase of fares throughout, one privy coun- 
cilor, W. A. Schulze, a keen railway economist, proved that 


merits of “second-class” and cars only. 


a good part of this deficit would be wiped out if only one 
class of cars was used instead of two. He also showed 
that the annual gross earnings per car of the third-class 
cars are 75 per cent more than those of the second-class 
cars and that the mileage obtained per car is I50 per cent 
more with the third-class than with the second-class cars. 
Mr. Schulze’s statements are certainly borne out by the 
experience of the rapid transit systems in London, Berlin 
and Hamburg, where the higher fare cars have proved to be 
unprofitable, if not an actual hindrance to most effective 
operation. The tendency of the times is also indicated by 
the fact that a two-class system is not used at all on the 
later underground tube lines of London and that the man- 
agement of the new Hamburg rapid transit system pro- 
posed originally to install single-class operation. This 
plan was rejected, but its wisdom is proved by the result, 
because while the standard two-car train of the Hamburg 
system has 25 per cent of its space reserved for second- 
class passengers, the actual proportion of such travel to 
the total riding is only Ir per cent on business days and 
not more than 15 per cent on holidays. 


THE BOSTON ELEVATED ORGANIZATION 


The growth of a large electric railway system, partic- 
ularly of one embodying many classes of service, brings 
an interest to the problems of organization which is neces- 
sarily absent on a small road, although many of the prin- 
For this 
reason more than ordinary interest attaches to the recent 
changes in the organization of the Boston Elevated Rail- 
way, which were described in a recent issue. 


ciples of administration are similar in each case. 


In its present status the Boston organization marks a 
decided increase in subdivided responsibility among its 
higher officers. The relation of the executive committee 
of the board of directors and the president to the adminis- 
tration of the company has undergone no change from the 
But the increasing size and com- 


plexity of the system have required the separation of 


practice of recent years. 


constructive adminstration from that of transportation and 
maintenance, and the placing of the first vice-president in 
charge of many features of the company’s business, includ- 
ing immediate charge of the task of directing the impor- 
tant extensions of the company’s elevated and subway 
system, with the organization of separate bureaus of trans- 
portation and maintenance, is the logical outcome of the 
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extraordinary development of rapid transit in Boston in 
the past few years. The situation is somewhat analogous 
to that which dictates the subdivision of responsibilities 
among the vice-presidents of a large steam railroad sys- 
tem under the heads of construction, transportation, etc., 
although it does not as yet require so complete a division of 
labor among the executive officers. 

The placing of the second vice-president in direct charge 
of the bureau of transportation and the further establish- 
ment of a maintenance bureau under a chief, both report- 
ing directly to the president of the company, are also nat- 
ural steps under the Boston conditions. 
broad oversight of the work of each group of departments 
forming a bureau, and at the same time it does not pre- 
clude a striking degree of co-operation among subordinate 
officials. 
of much interest and are well illustrated by the require- 
ment of the company that in certain cases subordinate 
department heads shall report through an officer ultimately 
responsible to the chief of another bureau before reaching 
There is established in 
this way an intersection of the lines of responsibility 


This insures a 


The methods of insuring this co-operation are 


their own immediate executives. 


whose principal purpose is the interchange of information 
at the point of contact. Thus, the roadmaster of rapid 
transit lines reports to the chief engineer of maintenance 
of way through the superintendent of rapid transit lines. 
The latter is chiefly concerned with operating problems, 
but it is considered by the company to be to its advantage 
that he should have full information concerning main- 
tenance work in his department no less than direct knowl- 
edge of transportation matters in this branch of the service. 
Again, division trackmasters are responsible through their 
respective division superintendents to the chief engineer 
of maintenance of way, and this arrangement goes .far to 
break down the walls between individuals in the service 
and give men established in a stated bureau a knowledge 
of what is going on outside their immediate responsibil- 
ities. A transportation officer to whom a maintenance 
official reports en route to the latter’s superior does not 
exercise any substantial executive powers in such a case, 
but as the business connected with maintenance crosses 
his desk he obtains a running idea of the daily situation 
which is of great value, and, conversely, the man who re- 
ports to him gets the benefit of the transportation official’s 
constant touch with the conditions prevailing in the trans- 
portation service. 

Nothing in the organization hinders the performance of 
special duties by either of the vice-presidents in addition 
to their tasks as bureau heads. 
president continues in charge of the public relations of the 
company along the lines previously practised, besides serv- 
ing as chairman of the company’s efficiency committee. 
In the event of special circumstances arising which require 
the benefit of the first vice-president’s experience, there 
may easily be assigned to him such tasks as the president 
deems necessary. The changes made have been planned to 
strengthen the company’s organization as a whole by an 
equitable distribution of its administrative burdens, and 
if further modifications should become necessary, there 
appears to be nothing in the existing subdivision of re- 
sponsibility to prevent their being made. 


Thus, the second vice- 
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THE HUDSON TUNNEL SYSTEM RE-FINANCING 


It is to be hoped that, notwithstanding the natural disap- 
pointment at the inability of the Hudson & Manhattan Rail- 
road to earn enough money to meet its requirements, the 
property will be restored financially without the adoption of 
any graver measures than are proposed in the plan for the 
readjustment of the debt. The idea which gave birth to 
the tunnel project was daring and unique, and the fact that 
it has been supported by bankers of stability and high stand- 
ing shows that it met the tests which financiers are accus- 
tomed to impose upon new enterprises. 

The Hudson system, of course, cannot be gaged by the 
ordinary standards that are applied to railways of the usual 
type. It is an electric line but without the same conditions 
of traffic or territory that are found in either an interurban 
or an urban property. It is like an electric line in that its 
tevenue must be received largely from passenger traffic. 
It is, in short, a railway devised to meet what it was be- 
lieved would come to be a public demand for a special form 
It has not the potential possibilities of increase 
of traffic by its own efforts which are held by the railway of 
the usual urban or interurban type. 
most entirely of commuter travel between Manhattan Island 
and the stations of some of the great trunk lines extend- 
If it had a part in the proposed 


of service. 


Its traffic consists al- 


ing to New Jersey points. 
scheme of subway development in Greater New York, it 
would open up new avenues of traffic. Under present con- 
ditions, however, it is restricted very closely to the same 
sources of travel upon which it relied at the commence- 
ment of operation. The joint arrangement by which through 
trains are operated between lower Manhattan Island and 
Newark, N. J., in connection with the Pennsylvania Rail- 
road was necessarily an innovation which involved some ex- 
periment and risk because it meant, in connection with the 
new Manhattan terminal of the Pennsylvania Railroad, a 
disturbance of old-established avenues of traffic. The other 
new project of the company, the proposed extension from 
Thirty-third Street and Sixth Avenue, Manhattan, to the 
Grand Central Terminal, will undoubtedly divert some traf- 
fic from existing carriers, but to a large extent this will be 
of the same specialized character which now marks the 
great bulk of travel on the property. 

The reports in relation to the Hudson terminal property 
made by Mr. Calderwood and Mr. Menden, of the Brooklyn 
Rapid Transit System, bear out the opinions which are held 
generally. That is to say that the property is “of first-class 
construction, fully equipped and in good physical condition.” 
They believe, moreover, that the various developments in 
transit facilities and possibilities in the great traffic and ter- 
minal districts in and surrounding New York will result in 
an increase in gross earnings at a higher rate than the nor- 
mal 6 per cent which is the average increase in Greater 
New York. This expectation is not based on a further in- 
crease in the rate of fare, and President McAdoo of the 
Hudson & Manhattan company says that this will not be 
asked. The only increase in rates which was made was 
borne by the traffic without detrimental effect, and the next 
remedy, apart from the readjustment now proposed, is an 
increase in the density of traffic with resultant improvement 


in net earning capacity. 
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PUBLIC AND PRIVATE EFFICIENCY 


Municipal ownership and operation of public utilities is 
like everything else in the respect that it must. stand or fall 
cn its own merits. This belief that the wisdom or other- 
wise of municipal ownership should not be decided in ac- 
cordance either with the ideas of rabid opponents or indis- 
criminate advocates naturally results in an effort to tell 
the truth about the successes as well as the failures of the 
policy. It results also in an effort to throw such light as 
we can get on both sides of the problem. But so strongly 
do opponents and advocates hold their opinions, or prej- 
udices rather, on this subject that a judicial attitude is 
almost offensive to both. ; 

It cannot be overlooked, nevertheless, that there is, to 
say the least, significant coincidence in the fact that the 
New York Central Railroad was opening its colossal new 
terminal at a time when New York was in the throes of 
As a 


specimen of municipal inefficiency the handling of the sub- 


an already ten-year-old discussion of its subways. 


way situation is certainly as good an example as is the 
building of the Panama Canal of a great public work well 
and speedily done by governmental means after the failure 
of the French interests. 

While New York has been talking about the completion 
of its subway system, the Pennsylvania Railroad and the 
New York Central have completed tunnels and terminals 
involving problems and expenditures as great as, if not 
greater than, are called for in the subway enterprise._-The 
manner in which these corporations attacked the unknown 
difficulties of terminal electrification, found the money for 
their vast building operations and put through whole 
projects costing, together, not less than $350,000,000 cer- 
tainly affords a striking contrast to the handling of the 
subway situation and one that argues impressively for the 
superior efficiency of private enterprise. Had any trans- 
portation company beén as slow to provide for growing 
traffic as the city of New York has been to do the subway 
building which the municipal ownership advocates would 
not allow any grasping corporation to perform, such a 
company would have deserved all the censure that it would 
have got from a dissatisfied public. 

It cannot be answered that the subway undertaking in- 
volved prohibitive costs or considerable engineering diffi- 
culties, yet the subways are hardly begun while the rail- 
way improvements are completed and waiting for the sub- 
ways that were promised to feed the railway terminals and 
distribute the passengers who use them. In spite of this, 
strong opposition to the subway contracts has heen made, 
partly on the ground that they would prevent municipal 
operation for years to come. The chairman of the New 
York Public Service Commission calls the eleventh-hour 
attempt to wreck the dual subway system “the slimiest, 
dirtiest, most contemptible political move ever attempted 
in this city.” In fact it is an exhibition of the unreason- 
ing municipal ownership advocate and the political trick- 
ster pulling the same oar, which, though not a new spec- 
tacle, is hardly one well calculated to make adherents for 
the belief that governmental agencies can build and oper- 
ate railways or other public utilities better than a corpora- 


tion will do the work. 
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Pierce Street Carhouse of the Omaha & Council. 
Blufts Railway 


A Description of a Double-Deck Carhouse of Reinforced Concrete Construction Embodying a Number of Novel Features 
—The Article Also Describes Economies of Location and Design, as Well as the Trainmen’s 
Quarters and Accessories 


The operation of a street railway in a city where grades 
as steep as 5 and Io per cent are common is far from ideal, 
yet there are possibilities of economy on a system con- 
fronted by these difficulties which do not exist where street 
grades are comparatively level. By taking advantage of 
these natural physical conditions in the selection of a site 
for the Tenth and Pierce Streets carhouse in Omaha, Neb., 
the Omaha & Council Bluffs Street Railway Company was 
able to obtain a building of maximum storage capacity at a 
minimum cost. A two-story carhouse, which was the design 
used in this instance, may be built at a much lower cost 
per unit of storage capacity than a one-story building when 


The frontage on the latter is 264 ft., and that on the two 
former is 147 ft. The second floor does not cover the en- 
tire ground floor area, but is 179 ft. in length by 147 ft. in 
width. This arrangement permitted the special work lead- 
ing to the twelve storage tracks on the second floor to be 
installed on the roof over the first floor. It also allowed 
open storage space for about two cars on each track lead- 
ing into the building. If at any time the company desires to 
inclose this open space, the cost of the additional building 
will be comparatively small, as the first story was built 
with this change in view. 

A 5.83 per cent ascending grade on Tenth Street and a 


Omaha Carhouse—Exterior View from Eleventh Street Side 


the track approaches involve no additional expense. The 
cost of the foundation in the two-story building is only 
slightly in excess of that required for a one-story structure, 
and the additional expense necessary to support the load 
coming from cars in storage on the second floor is prac- 
tically offset by the reduction in roof area. The capacity 
of the heating plant may be reduced, and probably the 
greatest saving comes from the reduction in the amount of 
real estate required for a given storage capacity. The latter 
consideration was particularly true in the selection of a site 
for the Tenth and Pierce Streets carhouse, as it is centrally 
located, being only two blocks from the Union Station and 
just outside the business district. 

The selection of this site offered possibilities other than 
that in station design. It is situated at a point where the 
transportation department may send out extra cars on short 
notice to handle the passenger traffic from excursion trains 
stopping at the Union or, Burlington station. The distance 
between this carhouse and the steam road stations is so 
short, in fact, that it is possible for a traffic inspector to 
determine the amount of passenger traffic to be handled 
upon the arrival of the steam road trains and then order the 
cars out of the carhouse. 

As the name of the carhouse would indicate, it is situ- 
ated between Tenth and Eleventh Streets on Pierce Street. 


3.45 per cent grade on Pierce Street permit cars to enter 
the first floor at the northeast corner of the building and 
to gain access to the second floor from the southwest corner. 
A single track from the double-track line on Tenth Street 
leads into the first-floor entrance, where it branches through 
special work into twelve storage tracks. In a similar way 
the approach to the twelve storage tracks in the second 
story is by way of a single lead off the Eleventh Street 
line, 
BUILDING FOUNDATIONS AND FRAMING 

When the site for the carhouse was prepared the excava- 
tion was carried down to the level of the first floor. The 
difference in elevation between the first floor and the side- 
walk level made it possible to utilize the space under the 
sidewalk areas for storerooms on the Pierce Street side, 
and a part of the space under the sidewalk on Tenth Street 
was made available for a boiler room and vault by exca- 
vating to a depth of about 12 ft. below the first-floor level. 
This difference in elevation also made it necessary to in- 
close three sides of the property with a concrete retaining 
wall, which also serves as the building foundation. In order 
to provide sufficient natural illumination for the first floor 
4-ft. areaways were constructed to extend to the level of 
the first-story windowsills. As these areaways encroached 
upon the sidewalk, it was necessary to surmount the outer 
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retaining wall with a 4-ft. guard fence built of two runs of 
pipe and cast-iron posts, 

Heavy concrete foundations and pedestals support the 
‘reinforced-concrete building framework. The reinforced 
concrete columns supporting the second floor are 20 in. 
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spaced on 10-ft. centers and supported on concrete cross 
girders which rest on the building columns, A 1-in, coating 
of concrete, properly waterproofed, covers the hollow tile 
sheathing used in the roof construction. 

Dark red-face brick laid in white mortar in the 13-in. 
curtain walls incloses the reinforced concrete framework. 
The sills and lintels as well as the belt courses and coping 
are of Bedford limestone, light gray in color. 

BUILDING CONSTRUCTION DETAILS 

To give the building a more imposing appearance archi- 
tecturally on the three sides facing the street, the walls are 
carried 8 ft. 5 in. above the roof level. The roof is slightly 
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Omaha Carhouse—Longitudinal Elevation of Ends of Building, Showing Second-Floor Approach from Eleventh Street 


Square, reinforced with Kahn bars. They are spaced at 
approximately 20-ft. intervals longitudinally and at inter- 
vals varying from 24 ft.to 25 ft. 5 in. transversely with the 
building, The columns on the second floor are 14 in. square 
and rest directly on the columns rising from the first floor. 
The floor beams and cross girders supporting the second 
floor are so arranged that the rails of each storage track 
come directly over the center of a floor beam. These 
floor beams or stringers under the track are made of con- 
crete 12 in. thick and 30 in. deep, reinforced by the Kahn 
system. The cross girders are 4 ft. 536 in. deep and 20 in. 
thick. The spacing of the floor beams permitted the con- 
struction of a 4-in. reinforced concrete slab floor, and as 
the track stringers have a depth of 6 ft. from the first to the 
third row of columns at the Eleventh Street end of the 


Gal. Iron Frame 


(OL 28 steel Stack 
Vent, Windows |—| 


Llectrwe Ry.Journal 


peaked at the center line of the building and slopes I in. 
in 18 in. to the Pierce Street and alley sides. The extension 
of the building walls above the roof level on Pierce Street 
necessitated special construction to provide proper drain- 
age. This was done by making the reinforced concrete 
girders which support the roof next to the wall triangular 
in section so that 6-in.x9-in. gutters could be molded in 
them below the roof level. These gutters are lined and 
flashed with copper, and the down spouts connect to the 
building drainage system by way of spouts along the inside 
of the Pierce Street wall. In addition to the practically con- 
tinuous glass window areas on three sides of the building 
in the second story, six skylights of 9-ft. x 15-ft. inside 
dimensions were provided in the roof. These skylights are 
of the usual gabled design with the side walls formed of 
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second story, a 40-ft. inspection pit was provided. These 
pits are of the suspended type, with a 6-in. reinforced-con- 
crete slab floor, and they provide 4 ft. 6 in. clear head room 
from the top of the rail to the pit floor. To provide drain- 
age for these suspended pits a 4-in. iron pipe is supported 
from the ceiling of the first floor, and drain connections 
are made to it from each of the pits. 

The reinforced concrete framework supporting the 4-in. 
hollow tile roof was constructed with concrete purlins 


Omaha Carhouse—Transverse Cross-Sectional Elevation 


reinforced concrete. The sashes in the roof are fixed and 
are glazed with wire glass, and two pivoted 18-in. x 4o-in. 
galvanized iron-frame sashes, one at each end of the 
skylight opening, provide ventilation for the building. 
Inspection pits 50 ft. in length are provided under each 
of the storage tracks on the first floor about half way back 
in the building. To provide pits over which cars may be 
run in making running repairs, a single pit, 75 ft. in length 
and of sufficient width to take in three tracks, was con- 
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structed under the three north tracks on the first floor. 
The tracks are carried over this pit on pedestals, the design 
of which is standard for this company. The designed 
details of this special pit construction are shown in the 
illustrations. These details also show the method of pro- 
viding a removable rail for the wheel pit. The removable 
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work is available for car storage purposes, it was necessary 


to resort to this kind of arrangement in order to utilize the 
whole of the property. The second floor over these tracks 
was not lost in a similar way, as the stub storage tracks at 
this level enter from the opposite end of the building. The 
first-floor building columns were spaced so as to give proper 


Omaha Carhouse—A Corner of the Employees’ Reading 
Room 


rail is 7 ft. 2 in. in length, pivoted at one end by means 
of a 2-in. steel pin which extends 18 in. into the pit pedestal. 
The upper portion of the pin is bent to a horizontal position 
so that it may be bolted to the removable rail section. By 
releasing the locking device at the opposite end the re- 
movable rail section may be swung out of the way, allowing 
the wheel to be dropped into the pit. By providing an angle 


Cmaha Carhouse—Interior View from First-Floor 
Entrance 


car clearance, and the tracks beyond the special work are 
arranged in pairs with an II-ft. spacing between the tracks 
of each pair and a 13-ft. I-in. spacing between tracks in 
adjoining pairs. The single 36-ft. 9-in. entrance on the 
first floor and the entrances on the second floor are inclosed 
by rolling steel doors which are operated manually. 

In providing for the special work and tracks leading into 


Omaha Carhouse—Exterior View from Tenth Street 


stop 3 in. x 5 in. x ¥% in. on the side of the rail opposite 
the pivot and locking mechanism, a uniform track gage is 
maintained. 
TRACK ARRANGEMENT 
An unusual feature in the track layout is that practically 
all the special work on the lower floor level is laid down 
inside the building. “Although but little of this special 


the second story by way of the roof over the first story, the 
roof and second floor for a distance 8 ft. inside the building 
were dropped 16 in. below the second-floor level. This 
allowed the top rail outside the building to conform to the 
elevation of the rail inside and at the same time permitted 
a deposit of 6 in. of ballast under the ties. The roof slab 
under these tracks was increased in thickness from 4 in. 
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to 5 in. over the first two panels outside the building and 
to 7 in. in thickness over the two panels supporting the 
ladder track and turnouts. In addition to this increase in 
the thickness of the slab, the net metal area reinforcing it 
was increased in section to transmit the load with an ample 
factor of safety to the floor beams and concrete cross 
girders. The upper portion of the slab received a heavy 
coating of pitch and was sloped at 0.2 per cent to the 
Eleventh Street side of the building, where outlets to the 
sewer system were provided. This roof area is inclosed by 
allowing the building walls to project 24 in. above the top 
of the rail and surmounting the wall with a 4-it. pipe fence. 
INTERIOR WIRING 

Artificial illumination is supplied in the car storage bays 
by inclosed arc lamps supported on hook bolts embedded in 
the reinforced concrete building frame. - All the lighting 
circtlits are carried in steel conduit laid in the concrete 
during the process of construction. The trolley wire within 
the building is mounted in- wooden trolley troughs, sus- 
pended from the cross girders. This trough is of extra 
width in order to prevent a flying trolley pole from damag- 
ing the concrete and overhead network of pipes employed in 
the wet sprinkler system. The trolley wire is dead-ended 
on either side of the entrance doors, and a connection 
passes through the wall above the openings. The bottom 
flange of each rolling door is provided with a V-shaped 
section of sheet steel which passes over the insulated dead 
ends of the trolley, thus providing a continuous runway 
for the trolley wheel when the car is entering the building. 

SPRINKLING SYSTEM 

To reduce the fire hazard, as well as the insurance rate 
on the contents of the building, a complete system of the 
wet type of sprinkler was installed at the time the building 
was constructed. As will be noted in the illustration, the 
height of the outlets is exactly the same as the center of 
the car windows. The sprinkler system is connected direct 
to the city water mains, but to provide a reserve supply 
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peratures a steam pipe coil incased in a cast-iron cylinder 
is installed at the bottom of the tank. A 2-in. pipe leads 
to the upper portion of the tank from this cylinder, which 
provides radiation near the water surface. In addition to 
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Omaha Carhouse—Details of Drop Pit 


the sprinkler system, ordinary hand chemical fire extin- 
guishers have been installed at convenient points in the car- 
house. 
HEATING PLANT 

As noted in the beginning of the article, the steam-heating 
plant is located under the sidewalk on Tenth Street. The 
connection to the stack from the boiler room is by way of 
a 3-ft. square concrete duct underneath the first floor 
which leads to a point where the 28-in. steel stack could be 
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Omaha Carhouse—Plan of First Floor 


for use in emergencies a 50,000-gal. steel tank was included 
in the fire protection equipment. This tank is supported on 
a steel tower which rests directly on the building columns, 
four of which are enlarged sufficiently to support the addi- 
tional load. This reserve water supply tank is connected to 
the city water system and is kept filled at all times. To 
prevent the water in the tank from freezing at low tem- 


located conveniently. The heating plant is of the direct- 
radiation type, with a horizontal boiler and built-up pipe 
coil radiation mounted on the building walls. No heat was 
provided in the second-floor car storage space, but six cast- 
iron grates 7 ft. wide by 8 ft. 6 in. long were built in the 
floor, thus allowing natural circulation to keep the tempera- 
ture in this portion of the building below that outside. 
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This arrangement was considered practicable because it 
was contemplated that the second floor would be used only 
for storing cars not required in regular service. 

The location of the boiler room 12 ft. below the first-floor 
level necessitated a system of conveyors for delivering coal 
to the boilers and removing ash. The coal conveyor is 
arranged so that coal may be cast on it from a car set on 
one of the leads to the carhouse storage track, which in 
turn drops it into a bin immediately in the rear of the 
boilers. A bucket conveyor was installed to handle the ash. 
This is charged through a hopper beside the boilers, and 
since it is equipped with an unloading device and spout at 
the upper end, the ash may be dropped into wagons or cars 
set on the carhouse ladder track. 

TRAINMEN’S QUARTERS AND CARHOUSE OFFICES 

In addition to the provision of storage for approximately 
eighty-five cars, spacious trainmen’s quarters and offices 
were included in the building design. Three important city 
lines—namely, the Farnam, Harney and Dodge lines--are 
operated out of this carhouse. These lines require about 
seventy-five passenger cars and five mail cars for regular 
service and three sweepers for use during the winter 
months. The average total number of trainmen reporting 
for duty at this point at the present time is 199. The car- 
house organization includes a day and a night foreman 
reporting to the superintendent of transportation, who have 
supervision over ten day men and eight night men, required 
to clean and place the cars and take care of the stoves 
during the winter months. The carhouse office and train- 
men’s quarters occupy the Tenth Street part of the build- 
ing. This portion of the building on the first floor is that 
which could not be reached by storage tracks. The space 
is triangular in shape and is occupied by the carhouse fore- 
man’s office and trainmen’s waiting room. Directly under 
this, in a space similar in area, are the trainmen’s toilet 
and bath rooms. Both of these are finished with plain 
white sand-finish plastered walls and concrete floors. 

The trainmen’s club rooms occupy the Tenth Street front 
of the second floor. These include a triangular-shaped 
reading room directly over the track entrance from Tenth 
Street and an adjoining rectangular room, 25 ft. x 30 ft. 
in size, which is used as a billiard and pool room. A view 
of one of these rooms is shown in the illustrations. To 
provide ample locker space in the room adjoining the 
billiard room, 25 ft. x 30 ft. in size, an intermediate floor 
or gallery was constructed. The head. room, being in 
excess of 18 ft., permitted this kind of arrangement, which 
practically doubled the available locker space. The com- 
plete locker installation includes 200 sheet-steel lockers on 
the first floor and 206 on the second floor. 

In addition to the forces mentioned which report to the 
transportation department, seven repair men and inspectors 
are employed at this carhouse. The day force consists of 
five men who take care of running repairs and two men 


are maintained on the night force to handle emergency » 


work. The workbenches and hand tool lockers occupy a 
space immediately back of the running repair pit in the 
northwest corner of the first floor. Heat and artificial 
light have been provided in one of the storerooms under 
the sidewalk on Pierce Street, and this is being used as a 
locker room by the car repairmen. These men also have 
access to the trainmen’s toilet. 

The Pierce Street carhouse was designed by the engi- 
neering department of the Omaha & Council Bluffs Street 
Railway Company and was built by contract under its 
supervision. 


The Italian railway administration is to call for tenders 
to convert to electric traction the line from Monza to Lecco. 
In addition, orders have been placed for fifty-eight electric 
locomotives, which will serve partly for this line and partly 
for the Giovi tunnel line. The section from Monza to Milan 
will be subsequently electrified. 
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PROPOSED STREET RAILWAY TERMINAL FOR NEWARK 


The Public Service Railway of New Jersey is planning 
the erection of a terminal building for its surface lines in 
the city of Newark, at a cost of approximately $4,000,000. 
It is expected that this scheme, together with the necessary 
rearrangement of routes in the business district, will finally 
solve the street railway transportation problem of Newark 
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Newark Terminal—Plan of Subway 


and its suburbs, a problem to which a vast amount of 
attention has been devoted for several years past. 

It is believed by the officials of the Public Service Rail- 
way that the terminal will effectually relieve the traffic 
congestion at Broad and Market Streets and will provide 
for additional service to all outlying points, notwithstand- 
ing the steadily increasing demands, for many years to 
come. By this plan the number of cars now operated 
within the congested zone can be doubled, the magnitude 
of the task which confronts the railway company being 
shown by the fact that during the last year the street cars 
in the Essex division carried 150,000,000 passengers, an 
average of more than 410,000 a day. 

The terminal will front on Park Place, occupying a 
space of 180 ft. on that thoroughfare. Its ground plan 
will be commodious but somewhat irregular in shape as 
shown by the accompanying plan. A unique, and what is 
believed to be a very effective, arrangement has been 
worked out for the handling of cars and traffic in the 
terminal building. No cars will be operated on the sur- 
face and no tracks will enter or leave the property at the 


Newark Terminal—Architect’s Drawing of Exterior 


street level on Park Place. The Park Place frontage will 
be occupied by a handsome, substantial office building of 
steel, limestone and terra cotta. It is designed to be eight 
stories above the ground but will be carried only six stories 
high at first, with walls strong enough for the additional 
stories when needed. The building will be utilized entirely 
for terminal purposes and also as the home offices of the 
Public Service Railway. 


Fare 
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To keep cars off the surface in the terminal it is planned 


to bring lines from the west through a subway into the 


building on a sub-surface level. Lines from the east, 
north and south will be brought by way of Mulberry Street 
onto the company’s property at grade and will then ascend 


a trestle, crossing the intervening street overhead and into 


the terminal building proper on what may be called the 
second floor. The subway to the terminal from the west- 
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Newark Terminal—Sectional Elevations of Building 


ward is regarded as one of the most important features 
and the plan was adopted only after careful study had 
demonstrated that no other would afford real relief. The 
subway is designed for two tracks but widens out to pro- 
vide for five tracks on the sub-surface or basement of the 
terminal. 

Of these five tracks, two will be for unloading and three 
for loading, the cars turning a loop after discharging their 
passengers and being brought into position for the start 
of their outward trips. Separate platforms will be pro- 
vided for all tracks, each one long enough to accommodate 
several cars at one time, and independent stairways for 
incoming and outgoing traffic will prevent confusion and 
minimize crowding. On their outward or westward jour- 
neys the cars will return through the subway to the surface 
at Washington Street and proceed north or south over 
their respective routes. 

For cars that will enter the terminal from Mulberry 
Street two tracks will be laid across the sidewalk on the 
west side of that thoroughfare, and these will ascend the 
proposed elevated approach and spread to five tracks cross- 
ing Pine Street and to six tracks on the second floor of the 
terminal building. Two of these will be unloading tracks 
and the other four will be loading tracks, the loops for this 
layout being on the Park Place end of the building. The 
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Newark Terminal—Plan of Elevated Floor 


unloading tracks will have separate platforms, each about 
zoo ft. long, and the loading platforms, also separated, 
will range from 190 ft. to 240 ft. in length. Like the sub- 
surface platforms, these overhead platforms will have inde- 
pendent stairways for incoming and outgoing traffic so as 
to avoid confusion. The stairways will lead from and to 
the concourse on the ground floor, the elevation being only 
about 12 ft. 


ELECTRIC RAILWAY JOURNAL 


247 


About 25,000 sq. ft. will be given over for the concourse. 
The main entrances and exits will be on the Park Place level 
at the northerly end of the building. Ticket booths and 
ticket choppers will be provided as at all terminal stations 
and illuminated signs will designate the stairways leading 
up or down to the various lines of cars. There will be 
plenty of seats, a modern retiring room for women, a 
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Newark Terminal—Plan of Ground Floor 


smoking room for men, a parcels and information booth, 
telephone and telegraph booths, soda fountain, news stand, 
bootblacks’ stand, station master’s and starter’s offices and 
such other conveniences as the operation of a large ter- 
minal calls for. There may be a few retail shops. 

Adjoining the concourse will be the showrooms and 
commercial offices of Public Service Gas Company and 
Public Service Electric Company. These will occupy about 
18,000 sq, ft. of space and will take the place of the quar- 
ters now provided. An exit from the concourse and one 
from the showrooms will be provided in the extension to 
North Canal Street, and the strip extending to West Park 
Street will be used for the heating plant and such appa- 
ratus as will be necessary to operate the elevators, the 
vacuum cleaning outfit and other mechanical needs of the 
proposed office building. 

The Public Service Corporation and its allied gas, elec- 
tric and railway companies require about 100,000 sq. ft. 
of floor space for the executive, operating, engineering, 
commercial and accounting forces housed in the present 
home office. To meet existing needs and allow for expan- 
sion the proposed building was designed as an eight-story 
structure. As the sub-surface, most of the surface and 
all of the second floor will be devoted to terminal uses, 


this would have provided six floors for office purposes. As 
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Newark Terminal—Plan of Basement 


each floor will have an area of 25,000 sq. ft., all six will . 
not be necessary at once for the exclusive use of the cor- 
poration, hence the decision to build only six stories above 
ground at the outset. As the demands for more space come 
in the future a seventh and an eighth floor can be added 
when needed. The main entrance to the office floors will 
be through a spacious lobby located on Park Place, between 
the showroom and the entrance to the concourse. 
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Report on United Railways of St. Louis 


Public Service Commission of the City of St. Louis, After Investigation Regarding Finances of the Company, Sends 
Report to the Municipal Assembly—Valuation of the Property 


A report on the United Railways Company of St. Louis 
has been made by James E. Allison, chief engineer and 
member of the St. Louis Public Service Commission, and 
has been transmitted by the commission to the Municipal 
Assembly of the city of St. Louis. It deals with the financial 
operations and valuation of the company and is to be fol- 
lowed by another report in which questions of service will 
be considered. 

CAPITALIZATION 
In taking up the subject of capitalization the report says 
in part: 

“The total capitalization of the company in stock and in 
bonds assumed or issued by it is: Capital stock (preferred 
and common), $41,900,300; bonds (assumed and issued), 
$59,480,000; total, $101,380,300. A liberal valuation as 
made by the commission shows the present property to have 
a fair value of $37,638,668. The result of a comparison of 
the capitalization and the commission’s valuation shows the 
company to have a capitalization in excess of the fair value 
of the property as fixed by the commission of $63,741,632. 

“The commission’s report shows a value of the whole 
property equivalent on a mileage basis to $81,645 per mile 
of single track, which is very liberal, especially when con- 
sidering the facts that 110 miles of track of the total of 
461 miles is suburban construction and that the company 
buys approximately 45 per cent of its power and-has there- 
fore no investment in generating plants for that portion of 
the power used. 

“The capitalization of the company is on the basis of 
$219,914 per mile of single track.” 

VALUATION 

In regard to valuation the report says in part: 

“The term ‘fair value’ is used herein to designate the 
amount upon which the company should earn a reasonable 
return. The term is used because of its general adoption 
in court and commission decisions. The term ‘just amount’ 
or ‘just capital’ would more nearly express the true aim of 
the work. 

“Tt is evident that ‘fair value’ cannot be measured by the 
face value of the bonds and capital stock issued by the com- 
pany, for the issue of securities by public service corpora- 
tions has frequently been known to bear but small relation 
to the real amount of capital actually invested in the busi- 
ness, and to assume such a measure of value without in- 
vestigation would be a failure of duty on the part of a 
public service commission. 

“Neither can the true ‘fair value’ be measured by the 
market value of the securities, for this market value is 
generally based largely upon the earning power of the 
plant, and the earning power in turn is based in great part 
upon the charges which the company is able to make to the 
consumer. The charge to the consumer may be excessive 
and the company may be earning exorbitant profit, or the 
reverse may be the case and the company may be losing 
money. 

“The fact is that the justice or injustice of the charges to 
the consumer is the principal object of investigation, and if 
it is admitted at the start that a valuation based upon the 
unrestricted earning power of the plant is to be taken, then 
there is nothing to regulate, and there can be no such thing 
as unjust charges for public service. 

“Tn a public hearing before the commission the company, 
through its attorney, set up the claim that the value of the 
property should be determined either by the face value or 
the market value of the stocks and bonds outstanding. The 
commission believes that this is not the proper method of 


arriving at the ‘fair value’ to be earned on, and the com- 
mission is strongly supported in its opinion by the decisions 
of the courts and of other commissions. 

“The commission in its valuation has relied mainly upon 
original cost as the theory most calculated to bring about a 
just result. So far as the cost of labor and material entering 
strictly into the track, overhead work, generating plants, 
etc., are concerned, there would be little difference in results 
whether present cost, average cost or original cost were 
used, but the commission believes that in trying to determine 
the amount of property upon which a public service company 
is entitled to a reasonable return from the public, the cir- 
cumstances under which that property was created and 
placed in the public service should be taken into account. 
This view leads to the use of the original cost theory where 
practical, but it is not always possible nor desirable rigidly 
to apply a theory, and the commission has not attempted to 
do so in this case at all points. 

“After the commission had arrived at a tentative valua- 
tion of the physical property, the company had the oppor- 
tunity of going over the work in complete detail, and a 
great deal of time has been consumed in so doing. 


Taste I.—Pustic Service Commission Estimatep Farr VALUE oF TOTAL 
PRESENT PROPERTY 


1. Expense: 0f organization c cise cteisietnessis aie «pe pineal ersieie $398,152.00 
2. Interest on organization expense.........s+seeseeeee 24,720.00 
3.7 a Real estate ingranidrctereraiare etclorate fara lateloiclel™ efskeak arse reretaranee eis 2,109,067.30 
4. Cost of construction 30,237,174.88 
5. Contingencies ........ 1,371,200.40 
6. Engineering, cease 1,065,978.54 
¥. Interest during’ construction” 6.50 o0 sa.<a gs ones on se 1,123,964.11 
8. ‘Taxes duting sconstructiogo s . cc i. isan eines esa eele ee 237,860.70 
9. insurance during: “constriction. o's .yes acl veiealemlatee 70,549.82 
0. 


me 


1,000,000.00 
Sale 9 wilepsv sen) Sree gi. cra ate el siaiieat a steele e gt aap Le tee aes $37,638,667.75 


Working capital 


Total 


“Table I shows the total valuation of the company’s exist- 
ing property both in the city and in the county. ; 

“Table II is a comparative table showing the company’s 
estimate of items as shown in Table I and also some addi- 
tional items not allowed by the commission. 


TasLe IJ.—Estimatep Farr VALuE oF TotaL PRESENT PROPERTY 
CoMPARISON OF COMMISSION AND Company EsTIMATES 
Company 


Estimate Above 
Commission Estimate 


Commission Company’s er 
Estimate Estimate Amount Cent 
Expense of organization $398,152.00 Noest. submitted .......... ae 
Interest on organiza- 
tion expense ...... 24,720.00 Noest. submitted .......... 


$1,494,131.18 70.9 


Real estate 2,109,067.30 0.9 
1,825,985.80 6.0 
3.8 


$3,603,198.48 
Cost of construction.. 30,237.174.88 


32,063,160.68 


Contingencies ........ 1,371,200.40  3,206,316.07 1,835,115.67 133. 
Engineering ........ 1,065,978.54  1,763,473.83 697,495.29 65.5 
Interest during con- 

struction’ Qaed-t-dee le 1,123,964.11 6,371,932.99 5,247,968.88 467.0 
Taxes during construc- 

CONS. ceases uamee 237,860.70  1,340,992.92 1,103,132.22 464.0 
Insurance during con- 

SETUCHION \.tcss ees eis 70,549.82 502,411.30 431,861.48 612.0 
Working capital ... 1,000,000.00 No est. submitted .......... ‘es 
Expenditure on subur- 

Dak) arden maaceeeey Nisldein slaurietea 40,615.03 Not allowed 
World’s fair terminals .......... 118,339.79 Not allowed 
Track and overhead 

material removed ee | 

ETON pe SELESLSe erajeisielc) lle: slerareisicte/ele 345,312.62 Not allowed 

TE otalsruts.c ante she $37,638,667.75 


“Although it had full opportunity to do so, the company 
has presented no total figures as to its estimate of the fair 
value of its property other than to make the claim that such 
fair value should be either the face value or the market 
value of its stocks and bonds. This report therefore gives 
no total purporting to represent the total claim of the com- 
pany for its idea of the ‘fair value’ to be earned on. 
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Table II is merely the comparison of such detailed claims 
as were made by the company.” 

The report then discusses various items appearing in the 
totals of the valuation, saying in part: 

EXPENSE OF ORGANIZATION 

“The books of the company show that it spent $198,152 
as expense of organization, or, rather, of reorganization. 
It might be objected that this item, being for reorganization 
of existing companies, does not enter into the investment 
placed in the service of the public, but the commission be- 
lieves that the consolidation of the numerous street railway 
companies into one system was and is distinctly an advan- 
tage to the public, and therefore considers that this item 
should be admitted in the ‘fair value.’ The commission has 
estimated that $200,000 should cover all legitimate organiza- 
tion expense of the several companies prior to the consolida- 
tion. 

INTEREST ON ORGANIZATION EXPENSE 

“With the $200,000 allowed for the original organization 
of the predecessor companies, there is a probability that 
much of it may have been expended some time before the 
properties came into operation, and the commission has 
therefore made an allowance of $24,720, or 6 per cent com- 
pound interest for two years, to cover the periods of con- 
struction. 

REAL ESTATE 

“In the appraisals of private right-of-way in the city lies 
the chief difference of opinion between the appraisers. Ex- 
cluding these items, the difference between the appraisals of 
city real estate is only 20.9 per cent, which is not an unusual 
difference of opinion on the values of such property. 

“In their. report the appraisers of city real estate for the 
company say: ‘In our appraisement of these rights-of-way 
we have not considered them with reference to their special 
value to the United Railways Company, but at what we 
consider a fair and reasonable value of the property for any 
interurban or steam railway, subway or power transmission 
line, or other corporation that might wish to enter the city 
of St. Louis. In our judgment, if similar rights-of-way 
were to be acquired to-day they could not possibly be secured 
at as low figures as we have made.’ 

“Above all other reasons for not allowing the high values 
claimed under the company’s theory is the fact that these 
apparently continuous strips of property are’ not in reality 
continuous for the use of any public utility without the fran- 
chise right to cross the intersecting streets, and even should 
the city consent to such uses as contemplated in the com- 
pany’s theory, the value created in that case would be 
largely a ‘franchise value,’ and not a real estate value. 
Franchises given free by the public cannot be valued against 
the public in rate or regulation cases, and in the opinion of 
the commission the theory of the company’s appraisers as 
applied to right-of-way is not admissible in this case, as it 
clearly includes a franchise value. 

“The value of the lands in right-of-way in this case should 
be measured by that of the contiguous property, for they 
are in fact merely a number of parcels of real estate between 
intersecting streets, unless the franchise right to cross the 
street is allowed to enter into their value. 

“It is apparent that in assigning present value to land the 
commission is departing from the theory of original cost, 
and possibly making a concession to ‘market value’ as dis- 
tinguished from ‘just amount.’ 

“Universal custom has sanctioned the allowance of the 
increase in value of real estate and so far there is no 
decision of the courts or commissions which does not 
recognize it. 

COST OF CONSTRUCTION ; 

“In the item of construction costs of physical property it 
appears that the company’s estimate does not show any 
greater difference in results (6 per cent) from that of the 
“commission than could be expected from two appraisals 
both carefully made, but of course from slightly different 
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points of view. The close agreement between the two 
estimates would have been even closer were it not for the 
item of grading, this item being the one on which there is 
a large percentage disagreement and a large difference in 
money. 

“There is no question in the mind of the commission that 
expenditures made by the companies in full width grading 
of the streets should be included in ‘fair value.” Such 
expenditures, unless made by the companies, would have had 
to be made by the city, and the public is to-day enjoying the 
benefit of the work paid for by the companies.” 

CONTINGENCIES AND ENGINEERING 

The percentage estimates of the commission are shown 
in Table III. The total amount estimated by the commis- 
sion for contingencies was $1,371,200 as compared with the 
estimate of $3,206,316 by the company. The total amount 
estimated by the commission for engineering was $1,065,979 
as compared with $1,763,474 by the company. 


Taste IIJ.—EstimMates oF CoMMiIssIoN FOR ENGINEERING AND CONTIN- 


GENCIES—PER CENT 

Engineer- Contin- 
ing gencies 

Buildings other than power plants 2 
Power plant buildings............ 
Power plant mechanical equipment 
Power - plant “piping. ona wee Sern 6 
Power plant switchboards, cable, conduits and 
POWER —“SWiTLN Ss Sates ok afsreie aie’ ato dare wsicore oie eee 
Substation electrical equipment..............+..% 
Substation switchboards, cable and conduits...... 
Storage batteries 
Air stations 


Oe Coma soe Ge ee 


TES Cars: oni siciton wel eatare vik haeteerine 
12. Track, special work and paving. 
13. Grading 
14. Bridges 
bee Distribtition 4systenw s.lecelc one eiekeveeertelsteee cists an 
16. Miscellaneous mechanical equipment............ 
17. Miscellaneous piping, sewering, etc...........+65 
ie; eoMiscellancouss witsne, "tC. aie aacheney vee atone 
19. Miscellaneous machine shop equipment........... 
20. Miscellaneous expenditures .........--eeeeeeceees 
21. Small’ tools,’ patterns, “ete? 055... se 

2257 .Burniture® “and: shixturéss <.../. 2 saiciere siclevl slate c 

23. Automobiles, wagons and horses 


Ree EON FON AO nn 
= 
ON FNOUMUN FW EON On & 
P} 
NS 


* Varying allowances. 


The report continues: “In the valuation of most public 
utilities the records of engineering expense are in such con- 
dition that this item is generally estimated at a conventional 
percentage of total construction cost. This method, how- 
ever, is open to criticism, from the fact that in different 
classes of utilities the grade and amount of engineering 
skill required differs materially, and even in the same class 
of utilities the proportions of the different kinds of equip- 
ment vary with each plant and the engineering expense 
varies correspondingly. 

“The company claimed an allowance of 5 per cent on total 
cost of construction as estimated by it. 

“The commission considers that an allowance of $1,065,- 
979 as estimated by its engineers is ample to cover jany 
possible engineering costs for one installation of the plant 
of the United Railways Company. 

“Tn making its application of costs and prices to the in- 
ventory the commission’s engineers have made large allow- 
ance for contingencies as they worked out the details of the 
valuation of different items and classes of items, but as a 
matter of precaution against possible injustice to the com- 
pany, further allowances are added to the detailed allow- 
ances already made. 

“The company in presenting its claim for contingencies 
simply made a blanket claim that Io per cent on the cost of 
construction should be allowed. In making the extension 
for this claim the commission’s engineers have taken Io per 
cent of the company’s total claim for cost of construction. 

INTEREST DURING CONSTRUCTION 

“In making its claims for interest during construction the 
company simply states that in its opinion it would take five 
years to build a plant such as it owns, and that therefore an 
allowance of interest at 6 per cent for the ‘mean time,’ or 
two and one-half years, should be made on the entire cost 
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of construction to cover the item of interest during con- 
struction. The result of the computation based on these 
claims is 15 per cent of its claim for costs of construction, 
being the somewhat remarkable sum of $6,371,932. 

“The property of the United Railways Company repre- 
sents the continuous development and operation of the street 
railway industry of the city from its inception, and the 
property being in continuous operation, each particular part 
of the equipment as it was constructed to provide for growth 
or renewal could go into operation within a comparatively 
short time after it was installed. The period of non-return, 
therefore, should be approximately the time necessary to 
make the installation and the interest during construction 
calculated accordingly. 

“Table IV shows the commission’s allowance for interest 
during construction on different classes of equipment. 

TAXES AND INSURANCE DURING CONSTRUCTION 

“In presenting its claim for taxes and insurance during 

construction, the company has made the same error as in 


Taste IV.—Commission Estrmate or Torat INTEREST Durine Consrruc: 
TION AT 6 PER CENT PER ANNUM 


Mean Time Amount 
1 Real estate Mira see iscsnteientsnn lo oars *2 years $260,680.72 
2. Buildings other than power plants..... ih Nie! 79,123.26 
3. ower, “plant Ubuildines ns vaieateelcve teenies RATS 58,763.81 
4. Power plant mechanical equipment........ 6 months 60,441.14 
De POWEr OPlant | UPI. -\ 0 ce cid eo ee res 6 months 10,026.07 
6. Power plant switchboards, cable, conduits 
ANGE (POWERS WTA a ass <tc diel a matee anes 6 months 5,097.80 
7. Substation electrical equipment........... 6 months 14,930.96 
8. Substation switchboards, cable and con- 
Quits aR ae eicia cay Sida teat ea ne 6 months 4,611.11 
90) =Storage-battenmestegn- want s,s sae ee kee 6 months 6,422.67 
LO Air stationeih ae eiie sci ein callers tere me 3 months 1,716.52 
11. Machine shop equipment................. 3 months 3,216.39 
TD cACarsyf sas oan aloe eee en ee 3 months 103,065.58 
13. Track, special work and paving........... 6 months 363,232.65 
14. e Grading Gacciacnctiye es SOG eae em 25,555.26 
15,7 SDTIARES Geugie ce relteterste caletacreeotere oe enterelers 3 months 7,257.92 
16. oDistribution ieystenies sear hack e isa 6 months 82,923.13 
17. Miscellaneous mechanical equipment...... 2 months 860.96 
18. Miscellaneous piping, sewering, etc....... 1 month 928.30 
19. Miscellaneous wiring, etc.........0.-+..05 6 months 1,103.60 
20. Miscellaneous machine shop equipment.... 1 month 554.31 
INTEREST ON ENGINEERING AND INSURANCE. 
21. Buildings other than power plants........ 9 months 4,748.91 
22. . Power: plant buildings.. 1 sis nestotoas scien 9 months 2,239.80 
23. Power plant mechanical equipment........ 6 months 3,022.05 
24.7 Power Uplant ; pipingeninsaes ee pul eae 6 months 501.30 
25. Power plant switchboards, cable conduits 
and. power wiring itis hod ouishe men es 6 months 254.89 
26. Substation electrical equipment...... months 746.54 
27. Substation switchboards, cable and 
CHES Bee eteee 6 months 230.55 
28. Storage batteries 6 months 128.86 
29 Air 2StaglOons|s scielon tins, seis aoe eee ae a akiaer 3 months 85.82 
30. Machine shop equipment 3 months 160.82 
SLs Cars mean dents aimee wae reoate eet meena 3 months 2,061.31 
32. Track, special work and paving........... 6 months 10,896.98 
33 Tadin give’ sips). iarciets eepmya eeener ia era eae 9 months 1,954.29 
S451 Bridges: Giiigbc tetas claire Seer 3 months 362.90 
35. Distribution system........... Bobanor Sats 6 months 4,146.15 
36. Miscellaneous mechanical equipment...... 2 months 43.05 
37. Miscellaneous piping, sewering, etc....... 1 month 46.42 
38. Miscellaneous wiring, etc.......ccsecsees 6 months 55.19 
39. Miscellaneous machine shop equipment.... 1 month 27.72 
40s Insurance ic ache tae savvie viet avohamete, sversietoenya sinters 1,738.40 
Mo tally EG Giveted- tare alate iefote arertietetetoters fetstore culate Mat sd ra era eyole $1,123,964.11 


* As real estate is generally paid for in cash and notes at the time of 
purchase, full time instead of mean time is used. 
** Varying periods of time. 


interest during construction, i. e., it assumes that these 
items should be calculated on the basis of two and one-half 
years. The commission has used the same method as it 
did in calculating interest during construction, and for the 
same reasons. 
WORKING CAPITAL 

“In making its allowance for working capital the com- 
mission considered the store accounts of the company for 
different periods and made a liberal addition, and then 
added what it considered a liberal amount necessary for 
the company to have in hand to carry on the operation of its 
property. The estimated items were: stores, $450,000; cash, 
$550,000; total, $1,000,000. It is of course conceded that at 
times the company must have in bank larger sums than 
$550,000 to meet its interest on bonds and similar obliga- 
tions, but such accumulations are in the nature of undivided 
profits ready for distribution and are not considered as 
capital engaged in the service of the public. 
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ABANDONED PROPERTY ate 
“The company made a claim for certain items of ex- 
penditure. The commission considers that all of these items 
should properly have been charged off to depreciation or 
amortized during past operations, and that they are clearly 
not allowable as part of the present capital of the company 
in the service of the public. 
FRANCHISE VALUE 
“The most important, and in itself a sufficient, reason for 
not allowing franchise value in a rate or service regulation 
case is the simple fact that the franchises were given free 
by the public. They cannot then with justice be valued 
against the public in establishing rates, fares or quality of 
service. 
SUPERSEDED PROPERTY 
“In its valuation of the property of the United Railways 
Company the commission has made no allowance for super- 
seded property, but while it has found that the circumstances 
of this case do not justify such an allowance, it does not take 


TasL_E V.—Cost oF ORIGINAL EQUIPMENT 
Cable Equipment 


53.5 miles cable track at $65,000 per mile........++.+++++ee+s $3,477,500 
Cable machinery, etc., at $27,500 per mile.......+.eeeeeeeees 1,471,250 
255) grip: cars iat $900; ache preses. ioicis)aleteim ate sin vines vlelefolinarnvastvenata 229,500 
483 open and box cars at $1,325 each.......eeeerereerceerenes 639,975 
Four work cars) at $1,250" each. (clic icc soe iee @eneicrp ale iemie = wim enees : 
Reali estates c: ste ciaseuwergice oletce wceaeieiare’s Sievatnte a etecanocsinie tenia s belies ei aes ea 
Butlins aoc ce eaciare ctonega aVek blegulicrt otis folerey 4 foveteetels (ole) city 0c) slain eRe > me Rca aa 
Pa vires foe eie eiele a tensee tare halen Ristaval stare! del'elelisi e oe arn aa caje’ a win) wie. elgetalnd ae mee 
i io) 3) oR! MMS eI: stor cosas attic: iy $5,823,225 
Horse Car Equipment 
161.3 miles track at $12,000 per mile...........e cece eee ennes $1,935,600 


898 horse cars at $800 each 


4,078 horses: and: mules at $100. each 4... «,-/ as Gumeeei: eeneraae 
Bitildings; ete: pW siraucont ol cup ete ovens reyi/e ein ole le eel Wists inGelal satis (as Contre sine 560,000 
Realm estate ye cia iw utetais stews © sieis wctheleyetn pty v/teie sieve e/ake elit pyeyaiaiotelateystal ataiettes eats 
Pavitt ge. 5 st5:5 ie) deta veyapesayens a (oboe) ovelce seth <cha eime:arei oatees eh sSabehal<feta) alah fale ote amet ar EareT aa 
otal tere ators sd Vie sre tomas ciel tat nee teeaateta $3,621,500 
Steam Road Equipment 
Track, buildings and right-of-way...........eeeceseeeeereees $296.500 
Six locomotives at $5,000 each.......0..0ceseeher ene ner sees 30,000 
Ninety-five passenger cars at $2,500 each.......-..ssseeeeeee 237,500 
Thirteen freight and baggage cars at $1,000 each............. 13,000 
Total. userccth ee ore hci eheis ye teatesale ettee a cat P antec $577,000 
'Gratid’<: Lotallic cites tania reranatersite feta ato slouevtce’ acne aber terne $10,021,725 


the ground that an allowance for superseded property should 
never be made. 

“In trying to determine the amount of superseded prop- 
erty in the history of the street railways of St. Louis now 
comprising the system of the United Railways Company, the 
commission is confronted by a very great scarcity of re- 
liable data, as the books and records of nearly all of the 
old companies have been destroyed or are not available. 


Taste VI.—Vatvue Savep From Cost oF OricINAL. EQUIPMENT 
Cable Equipment 


53.5 miles cable track at $20,000 per mile..........-seseeeeee $1,070,000 
255. grip cars at $/00)c ec cm cet cls =iotieninds wine vss ilers $178,500 
483 open and box cars at $1,125.........eeeeeeee ees 543,375 
Pour. work) cars) ata PU: O5O)ispersrerstoieteverstetele)ajuieleleteta\ «ls jets 4,200 
75a Per ACENt-, OL aeraiersialetevarosavwybvase\aveieletels (ols/=tvintstels!inie\iery ales $726,075 = 544,557 
ERO Garlic arere Savato ninrntenate etabes spate’ aes anaraie eile e (oie skraliay eva basllvve te ois $1,614,557 
Horse Car Equipment 
4,075 horses and .mules at $100... o. i seein ee wes cmiciein gales male $407,500 
iS irhl Ge tory Ch PRE ao he EE eRe Me oo Mogan oa Oa bone: 280,000 
EE Ot ali tars cvalaravel Ale vorexa: wales chats) sreiatacatal p aceaetelota psetatatenals Wisbrheys $687,500 
Steam Road Equipment 
Tracks, buildings and right-of-way....,...ceeeeeeewerteeeene $150,000 
Grand total............65 Sr paar te ea aa Re ae $2,452,057 


The commission has therefore been forced to use such data 
as it could find, whether official or not. While the data upon 
which conclusions were based may not have been all that 
could have been desired, the commission believes the results 
to be approximately correct and calculated to bring a sub- 
stantially just result. 

“Table V shows the process of arriving at the final figures 
of the loss caused by changes in equipment due to transition 
from one system of traction to another. 

“Table VI is intended to show the value of property 
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saved from the original equipment by reason of its being 
salable at approximately full value, or because it could be 
and was used under the new system. 

“In the changes from cable to electric traction, cable track 
was adapted to the use of electric equipment, but the saving 
was not the full cost of a cable track, but only the cost of 
an electric track suitable to take its place. This saving is 
here estimated at $20,000 per mile. 

“It is known to the commission that in the transformation 
from the cable to the electric system a great number of 
cable cars were adapted to suit the new system—in fact, 
some of the cars, or rather their adapted bodies, are still 
giving good service and value has been allowed for them in 
the total valuation of the United Railways property. In 
trying to arrive at net loss from superseded property, the 
sums as set out in Table VI are supposed to be the value 
saved from the cars by reason of their continued use or 
adaptation to the electric system. The values used are the 


Taste VII.—Cost or Property DiscarpED FROM ORIGINAL EQuIPMENT 
Cable Equipment 


53.5 miles cable track, loss $45,000 per mile.............2000. $2,407,500 
Gable’ machinery, loss. $27,500 per: mile... ce. iccc cee deen eee 1,471,250 
SE esa eee oils e ial cosldms cade Sore tua-e res bm dinars we acee 329,918 
SE MLL eet ete Re ee Petty tet Gib chars (a cae aioe 'vgako oy oie ane: 6 Sucre Gene $4,208,668 
Horse Car Equipment 
EMI MIDTICOMtERCIS, fetatgietayeinveielciers;eicitisie's cisis ss Une ciara sare sleelereatetaed $1,935.600 
OO GBS codgsucded bosood HOU BAO AONE CRORE ES OCG OceErS cs 718,400 
PES IMUERI PS Mercy atclot tere) Pe i2\s\sieiclevs ersisieis « 6 aia olela cere acs avaudiowelereroets 280,000 
SOND MER AES Aigo Sed Ciel s nin Siép sys mya sa ge enkactéree va Wen sieie mae $2,934,000 
Steam Road Equipment 
Mraclepiiidings and) Tight-of-Wayi. sss acecce seine cee tecwacucile $146,500 
PR BCOMLOLIV ES ie Mie tereiaictelseholars eels Lisle aie clei stolais.e.s s acyibaeis Dee piie eee 4 
Uo DNISCERSY GAS aga Jaen NOU AC RCAC crn Ere nC Gn on Ae Cocos 237,500 
Rmereieitearide baggage \GATS., cise. clos eee va vs cieiisioe Meee Seminars 13,000 
LEU Sete ae casas Tae Tae fon! cin) con fo, (6: tia. a cee) s76- Wie ate ofa ajetayesie anaes $427,000 
ETE OPAL iaias ote andes tal sauls'sty $26) 0 sw a 0:0 Ris ele Ory Se ceve wknd Meee $7,569,668 


same as those used by the commission for the adapted parts 
in making up the values of the present equipment, and it 
is assumed that 75 per cent of the old car equipment was so 
adapted. 

“Tt is assumed that the horses, being a marketable com- 
modity, could be realized on at approximately full value 
and that part of the value of the old equipment saved to the 
company. 

: “In dealing with the buildings of the horse-car system it 
was assumed that half the original cost would be saved by 
use in the new system or by sale. 

“In dealing with adapting old equipment to the new condi- 
tions in the case of a small superseded steam railroad it is 
assumed that $150,000 in right-of-way buildings and track 
material was used. It is known to the commission that even 


Taste VIII.—Vatue Orrser py Wear ExrracTED BEFORE SUPERSESSION 
AND SAvincs IN MAINTENANCE AND REPLACEMENT 


Wahler machinery, 250 PCr CENte.s « <i5.c1e se'sie a nies wale vo weienela anew $367,813 
WAIeMCAT BA SOMIDEL [CEMbsaainelsrateieysivielsye a-slele erelioie.s, «/njore : F 
Horse car equipment, 50 per cent.......-.+-+-seeee 5 1,467,000 
Steam road equipment, 40 per cent . 170,800 
iy fet] eae AT eR ie os Se One ars MINT w/, G eee $2,088,093 


as late as 1903 a quantity of the old narrow-gage T-rail was 
still in use on parts of this road, and it is reasonable to 
suppose that considerable quantities of it were adapted to 
the electric system. 

“The road is in the county and was not until recently 
brought up to a modern standard, i. e., after full wear had 
been extracted from old material. 

“Table VII shows the loss in original equipment after the 
saving has been deducted from the original cost, i. e., Table 
VII represents the cost of property discarded, including an 
allowance of $45,000 per mile as lost value in reducing the 
cable track from original cost of $65,000 per mile to the 
value of electric track at a cost of $20,000 per mile, without 
paving. 

“Table VIII represents as nearly as can be calculated the 
wear extracted before supersession, or the equivalent sav- 
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ings in depreciation charges and maintenance and replace- 
ment expenditures caused by the replacement of old equip- 
ment by new equipment in the property under consideration. 
As this saving is caused by the supersession it should be 
taken as an offset to gross losses in determining the net 
loss, and it is here so treated. 


Taste IX.—Ner Loss Causep sy CHancEe or EQuiPMENT 


Costrot originals equipments any mies satone cet raideacn een $10,021,725 
Value saved from original equipment.............. $2,452,057 

Value offset by wear extracted and saving in main- 
tenance “and! ‘replacement: <5. css nale ccleuw cen stele 2,088,093 
———_ 4,540,150 


Value actually lost by supersession................ “$5,481,575 

“Table IX shows the deduction to be made from the cost 
of the original equipment to arrive at the nearest measure 
of the net loss occasioned by the supersession of property 
under consideration. Having obtained this loss of $5,481,- 
575, our next step is to determine whether or not the com- 
pany has been able to recoup itself for the loss and could 
reasonably be called upon to consider it amortized, or 
whether, not having had the opportunity to do this, the loss 
must be capitalized or its amortization taken into account 
in future returns, 

“The net earnings of the United Railways Company dur- 
ing the years from 1900 to 1911 inclusive were $30,490,919; 
the net earnings of the property, including the years when 
it was under lease to the Transit company, were $38,495,516. 
In either case the earnings are large when based upon the 
real investment actually in the service of the public, and it is 
plainly apparent that the company has had ample opportu- 
nity to recoup itself even in those years for a much larger 
loss from superseded property than is evident from the 
tables. The amount paid in dividends on preferred stock 
alone is more than sufficient to have offset the losses from 
superseded property. 

“The commission does not consider that under the circum- 
stances the company or the property has sustained a loss by 
reason of revolutionary changes of equipment which it has 
not recouped from its earnings. The commission, therefore, 
makes no allowance for superseded property in the valua- 
tion of the company’s investment in the service of the 
public. 


COST OF ESTABLISHING BUSINESS 

“In considering an allowance in this case for cost of 
establishing business, the commission has in mind the fact 
that street railway companies seldom if ever make expendi- 
tures strictly to solicit business, and that losses by deficit of 
return when chargeable to cost of establishing business must 
be confined to the years immediately following the inception 
of the enterprise. 

“Tt is very possible that some of the original companies 
now absorbed by the United Railways Company may have 
passed through a period of initial loss to establish business, 
but how much of this loss may be attributed to building 
roads at the time unnecessary to the public service and 
built only to pre-empt territory from competing roads can- 
not be now decided. Nor is it possible now from existing 
records to determine definitely the amount, if any, of such 
early deficit in returns. ; 

“The commission, however, has abundant evidence that 
there has been ample opportunity to recoup from subsequent 
earnings any losses which could reasonably have been 
charged to cost of establishing business, and it has therefore 
made no allowance for such an item. 

BOND DISCOUNT 

“Tf throughout the history of the street railways of St. 
Louis the letter and the spirit of the laws of the State had 
been observed, the property as it now exists would have a 
bonded indebtedness not to exceed approximately one-half 
the fair value now placed upon it by the commission. The 
balance would be represented by stock whose face value in 
money had actually gone into the service of the public in 
the purchase of labor and material and in legitimate ex- 
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penses of creating the property, and it can well be assumed 
that under such conservative financiering the credit of the 
company and the safety of the investment would have made 
any discount on bonds unnecessary. 

“In the case of the United Railways Company, the com- 
mission does not consider an allowance for bond discount 
to be admissible. 

DIVISION INTO CITY AND COUNTY PROPERTY 

“The county system of the United Railways Company 
should be classed more as a suburban system than as an 
interurban system, and acts, in the opinion of the commis- 
sion, largely as a facility for the city’s population in its ex- 
cursions into the county, in addition to serving the business 
of the city as a feeder from the suburban population. If, 
therefore, it appears that this county system is not self- 
supporting and profitable but must rely upon its being a 
part of the property as a whole in order to show a reason- 
able return on the investment, the commission believes that 
it is only fair to include its value with that of the city sys- 
tem in estimating the just amount to be dealt with in any 
ordinances or regulations imposed by the city. 

' “There appears to be no separate record kept by the com- 
pany of operating expenses chargeable respectively to the 
county and city business, and in fact such a division in 
accounts would be very difficult to apply except by estimate. 


Taste X.—Commission EstiMate or Rate or ANNUAL DEPRECIATION OF 
PuysicaL PROPERTY. 
Sse Depreciation, per cent, per year 
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Power plant switchboards, cable, conduits and power wiring........ 6% 
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The commission has therefore been forced to make an 
estimated division of operating expenses based on car miles 
and car hours operated. 

“These figures show an operating expense for the county 
lines of 97 per cent of the earnings, from which it is evident 
that these lines are operated at a loss when the investment 
is taken into consideration. The property is well managed 
and the cause of loss is the low rate of fare charged. 

“As the operation of these county lines is of great value 
and convenience to the citizens of St. Louis, and as they 
are for all practical purposes except taxation an integral 
part of the St. Louis transportation system, the commission 
believes that the investment in them should be taken into 
account in any regulation of the United Railways Company 
and that the earnings and experises of both city and county 
properties should be treated as one. 

DEPRECIATING TO OBTAIN JUST AMOUNT 

“If market value were established as the basis upon which 
to determine public regulation, there could be no stability of 
values, and hence, as an inevitable consequence, heavy risk 
charges to be paid by the consumer. 

“Fortunately, the most respectable authorities agree in 
considering market value as an unfit basis for public regula- 
tion, yet we find that many of them in dealing with deprecia- 
tion in rate cases evidently have in mind the question, 
‘How much is this property worth in the market?’ rather 
than ‘What is the just amount upon which return should be 
calculated ?’ 
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“The commission believes that in seeking just amount 
rather than market value in rate cases, there are conditions 
under which a public utility property should not be depre- 
ciated to arrive at the just amount upon which returns 
should be based, and it believes that in case of the United 
Railways Company these conditions apply. 

RATE OF RETURN 

“It is the opinion of the commission that if the securities 
of the United Railways were issued on the basis of the 
amount found by its investigation to be the true capital 
invested in the service of the public, a return of 6 per cent 
on the capital would be ample to induce investors to enter 
the business and take all existing risks. As for past risks 
not due to financiering methods, the commission believes 
that they have been fully compensated for by past profits. 

“If the securities of the company were issued only on the 
true capital and were divided into one-half bonds and one- 
half stock, as is usual and permissible under the laws of the 
State, there ‘is little doubt that these bonds, secured by the 
entire system of the United Railways property and amount- 
ing to less than $19,000,000, would sell on a 5 per cent 
basis or better. This assumption is borne out by the market 
price of underlying bonds now outstanding. With bonds 
drawing interest of only 5 per cent on one-half the capital, 
the other half in stock would earn dividends of 7 per cent 
under an allowance of 6 per cent returns upon the whole 
capital. 

GENERAL CONDITION OF THE PROPERTY 

“The physical condition of the property of the company is 
on an average at least normal in efficiency and is improving 
through the performance of what may be called deferred 
maintenance. The deferred maintenance on tracks and pav- 
ing, from a rigid inspection and estimate made by the com- 
mission, appeared to be approximately $587,732, or about 
5 per cent of the cost of its construction. Since this in- 
spection a considerable amount of track has been relaid or 
is now being relaid. The cars of the system, while not 
throughout a modern equipment, are as a whole at least in 
the normal state of efficiency to be expected from piece- 
meal installation. Some of the rolling stock which is near- 
ing replacement has been allowed to become unsightly to 
the public by lack of attention to paint and seat repair, 
which would at small expense have made the cars satis- 
factory public vehicles to the day of their replacement. 

“The power plant equipment, while not modern, is service- 
able and likely to remain so for many years to come. The 
capacity of the power plants is small for such a system, 
owing to the purchase of approximately 45 per cent of the 
power from the Union Electric Light & Power Company. 

EARNINGS AND DEPRECIATION CHARGES 

“Disregarding the burdens caused by over-capitalization, 
the United Railways of St. Louis, as shown by the earnings 
and operating expenses, is an exceptionally good property. 
The management is efficient, the income assured and the 
net earnings large. 

“The company’s charge for depreciation in IgII, as it 
enters into the operating expense, was $1,191,415. This is 
only 3.9 per cent of the depreciable property and does not 
appear large enough to be a safe depreciation charge in 
such a property. In the present case, the commission is of 
the opinion that the safer course, regardless of methods of 
calculating, would be to adopt’ the larger figure as shown 
in its estimate of the annual depreciation, which amounts 
to 5.3 per cent of the depreciable property. The rates for 
the various classes of physical property used by the com- 
mission are shown in Table X. 

CONCLUSION 

“Deducting the reasonable return on the investment from 
the net earnings, we find that the company is earning 
$1,069,480 in excess of a reasonable return. 

“Tf the company is to be limited to a reasonable return, 
there are three methods by which this excess may be cor- 
rected: First, by its absorption in taxes to the city or by 
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profit sharing with the city; second, by a reduction of fares; 
third, by regulations requiring better service, or it may be 
done by a combination of any two or all three methods. 
_ “In the opinion of the commission, the first steps in legis- 
lation in this case should be along the line of requiring a 
better service to the public, and with this in view, it has 
made exhaustive investigations into the present condition of 
the service, and has prepared data for guidance in efforts to 
improve the service.” 

The report is signed by the three members of the commis- 
sion, Joseph L. Hornsby, chairman; James A. Waterworth 
and James E. Allison. 


DERAILMENTS ON CHICAGO ELEVATED 


Two derailments of cars have occurred recently on the 
Chicago Elevated Railways, and although no one has been 
seriously injured the company and the Harbor and Subway 
Commission have made investigation into the causes. The 
results are summarized in a report recently submitted to 
the Commissioner of Public Works by William Arting- 
stel, G. B. Robinson and S. Gold, and the causes of the 

_ derailment are analyzed. 

The derailment principally considered in the report was 
that of a car on the Chicago & Oak Park Elevated on Jan. 
8, and statements were obtained from the trainmen, by 
Robert W. Hunt & Company, who examined the equipment, 
and by others. The most interesting document, however, 
is a report by A. K. Shurtleff, office engineer Chicago, Rock 
Island & Pacific Railway, who discussed the general sub- 
ject of operation of trains on curves where it is not pos- 
sible to have any super-elevation of the outer rail. This 
was the case on the curve at which the car was derailed, 
because the curve crosses a section of straight track. 

Mr. Shurtleff points out that, in addition to the centrifu- 
gal force, which would favor derailment, a car on such a 
curve tends to leave the track because of the grinding of 
the wheel flanges against the outer rail owing to the un- 
equal length of the inside and outside rails of the curves. 
As the wheels are fixed rigidly to the axles there is a ten- 
dency for the inside wheel to travel at as great a distance 
on the track as the outside wheel. This tendency throws 
the front axle of the truck at an angle with the radius of 
the curve, the inside front wheel being ahead of the radial 
position of the outside front wheel and the flange of the 
outside wheel is placed at an angle with the rail and presses 
hard against it. The shorter the radius the greater the 
angle between the flange and rail and the greater the ten- 
dency to climb over the rail. The rear axle of the truck 
assumes as nearly as possible a position radial with the 
curve, provided the gage of track is correct. With this 
condition existing the flange of the forward outer wheel 
of the truck is always pressing hard against the outside rail 
and seeking any opening that may exist in it to escape and 
proceed in a straight line unless there are restraining in- 
fluences other than the running rails of the track. 

Mr. Shurtleff continues that the forward truck of the 
first car and the rear truck of the last car are more apt to 
derail than other trucks of the train where the conditions 
of the wheels are equal. This is owing to the “pull” 
through the drawbars of the train having a slight tendency 
to force the cars toward the inner rail, each car “leading” 
the other except that the forward car must depend entirely 
on its front truck for guidance and the rear truck of the 
last car is in the position of the small boy at the end of the 
string in the old-fashioned game of “crack the whip.” 

The report then considers the practical measures for 
guarding against these conditions as follows: First, the use 
of guard rails placed in such a position as to assist in guid- 
ing the wheels around the curve and draw the flange away 
from bearing hard against the outer rail. The guard rail 
that performs this duty is the one placed adjacent to the 
inside rail. Its function is to engage the back of the inside 
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wheel at the time the flange of the outside wheel is against 
the running rail. To perform this function it is absolutely 
necessary that this guard rail be rigidly fixed so that its 
position with reference to the outside running rail is al- 
ways maintained. The report says that the great tendency 
of trackmen is to maintain a given throatway between the 
guard rail and its adjacent running rail and that they over- 
look the fact that the real function of these inside guard 
rails is to protect the wheel running on the opposite rail. 
A slightly tight gage of track in such cases renders the 
guard rail useless. Where inside guard rails are used ad- 
jacent to both track rails it is necessary to place them so 
that the distance between the throatway sides of the rail 
heads is never greater than the minimum standard allow- 
ance back to back of wheels; otherwise there will be strong 
tendency to derailment. The elevated railway track on the 
curve under consideration has the two inside guard rails 
throughout, so that their full value, when properly used, 
has evidently been recognized. 

The position of these guard rails with reference to the 
running rails which they are supposed to protect is also 
considered in the report, particularly through the crossing 
on which the derailment occurred. Mr. Shurtleff found 
upon examination that the track gage at certain points was 
narrow and at one place too wide properly to perform its 
service, and that at one place the inside guard rail was too 
close to the outside track rail to prevent a strong tendency 
of the wheel flange to strike a frog point and derail. With 
the guard rails apparently too far apart properly to clear 
the distance back to back of wheels and with the unbalanced 
centrifugal force throwing additional weight on the outside 
rail, the report found that the tendency would be for the 
inside wheel to mount over the guard rail, thus allowing 
the outer wheel to catch the middle frog point. 

In conclusion the commission recommended: 

First—A maximum speed not to exceed 8 m.p.h. at all 
curves on crossings where it is not feasible to provide 
super-elevation, as established by standard engineering 
practice. 

Second—That the maximum speed on any curve where 
there is super-elevation of the outside rail shall be de- 
termined by the amount of super-elevation and the degree 
of curve. 

Third—That operation of motors in multiple be for- 
bidden until the car has cleared the curve. 

Fourth—That suitable targets be placed at the proper 
points on tangent track to indicate when the last car has 
cleared the curve. 

Fifth—That special guard rails be provided at all curves. 

Sixth—That struts and ties be used to hold all running 
and guard rails in proper relation to each other. 

Seventh—That while rounding curves conductors and 
trainmen be compelled to remain on the platform of their 
car. 


RAIL INSPECTION FOR THE INDIANA UNION TRACTION 


The Indiana Union Traction Company, so far as is 
known, is the first electric railway to arrange for a special 
inspection of its rails at the rail mill. This plan has been 
followed by steam railroads for some time on account of 
the trouble with broken rails in steam railroad service. 
Briefly, the plan for pursuing this work consists in the 
placing of inspectors during both day and night in the steel 
works, in the blowing mill, in the rolling mill and finally 
at the testing machine. These inspectors make full reports 
of all matters coming under their observation on the opera- 
tion followed in the treatment of every piece of steel rolled 
into the rails. They call the attention of the mill men to 
the deviations from recognized good practice and provide 
a definite history of all matters pertaining to a rolling mill 
order. This work is being undertaken for the Indiana 
Union Traction Company by R. W. Hunt & Company. 
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PROPOSED CO-OPERATIVE STORE AND OTHER 
IMPROVEMENTS IN PHILADELPHIA 


In Bulletin No. 11 just published by the Philadelphia 
Rapid Transit Company the plans of the company in re- 
gard to the possible establishment of a co-operative store 
or stores for the benefit of the trainmen are announced. 
Before carrying out the plan, the co-operative committee, 
which is made up of representatives from the management 
and the employees, will make an estimate of the possible 
savings to the men from such a store. To do this the 
committee expects to request a statement, to be made out 
as accurately as possible, of their housekeeping expenses 
from at least 1000 of the men who have been sufficiently 
long in the service to have become settled in their man- 
ner of living. These expenses are to be for the month of 
January, 1913, and the information will be filled out on 
printed forms as follows: 


Veh Rerit cA ee sore aye See wate Sie MINS Urenvebeve ic fare caha ta avel aie hel eee Nee eee $ 

2. Foodstuffs, i. e., meats, groceries, milk, eggs, butter, fruit, 
Fee; POU AGEs wsheratc. ma uetee lente ices ahah sl Riv ololetatareree asi caters 

3. Heating and lighting 

4. Clothing iictaw sien areresiee ets F af 

5. Insurance, i.e., life, health, fire and endowment....... veeee 

6. Household effects, i.e., carpets, rugs, curtains, furniture, 
Kitchen wake s wcewis cise «eine cs lunes sieiaisie sistaleatate ocale wsiare sintaite 

7. Miscellaneous, i.e., entertainment, dues, charities, ‘taxes, 


interest, etc. 


Total 


This information, when secured, should enable the co- 
operative committee to make a fairly accurate estimate of 
the savings to the motormen and conductors which could 
be made by co-operative buying in the event of a satisfac- 
tory method of distribution being secured. 

; NEW BOOK OF RULES 

The co-operative committee on Jan. 21 unanimously ap- 
proved the new edition of rules for motormen and con- 
ductors. These rules will go into effect Feb. 15. One of 
the rules prohibits smoking, spitting or the carrying of 
partly consumed cigars or cigarettes into closed cars at 
any time and confirms the announcements on the placards 
which appeared in all of the company’s cars on the morn- 
ing of Jan. 21. The text of this placard was published on 
page 172 of the Erecrric Rairway JourNaL for Jan. 25. 
This crusade was undertaken in the interest of public health 
at the suggestion of Dr. Joseph S. Neff, director depart- 
ment of public health and charities. The city government, 
the newspapers and the general public have evidenced great 
interest in the successful outcome of this endeavor. 

The conductors are instructed to be courteous but firm 
in the carrying out of this rule and, when necessary, to 
hand to an offending passenger who does not promptly re- 
spond to the request to comply with the rule a card bear- 
ing the text of the placard, as published in the issue of 
Jan. 25. It is thought that the handing of this card to 
offenders will in most cases render further action unneces- 
sary. 

VENTILATION AND SANITATION 

The company is also making a strong effort in the direc- 
tion of ventilation and sanitation of its cars. According to 
the bulletin, the problem of ventilation of the near-side 
cars used in Philadelphia has been carefully worked out, 
with the result that this type of car is recognized as being 
most scientifically heated and ventilated. The ventilating 
features have been subjected to a test by Dr. Neff, who 
reported that the ventilators are capable of removing 35,- 
053 cu. ft. of air per hour. This is equivalent to 381 cu. 
ft. per passenger per hour on the basis of a total load of 
ninety-two passengers. The bulletin calls the attention of 
the employees to the fact, however, that opinions of pas- 
sengers as to what constitutes proper ventilation are often 
so diametrically opposed as to make it impossible for the 
conductor to meet the demands of all who desire that their 
wishes in the matter of ventilation shall have prompt at- 
tention. The company also disinfects its cars daily and is 
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giving special instructions to its employees as to the meth- 
ods of proper braking, so as to reduce noise. 
TIMETABLE DEPARTMENT 

The schedules of the men are also being overhauled by 
the timetable department for the purpose of making nine 
hours the minimum for scheduled runs, except for trippers 
and Sunday timetables. It is intended that all runs shall 
be from nine to eleven hours in length, all to be completed 
within a maximum of fourteen consecutive hours. Devia- 
tion from this rule will, in future, be permitted by the 
timetable department only in cases where it is found that 
better runs, more to the liking of the men, can be produced. 


RAILROAD-TERMINAL ELECTRIFICATION INVESTIGA- 
TION IN CHICAGO 


In the report for the year 1912 of the committee on 
smoke abatement and electrification of the Chicago Associ- 
ation of Commerce, Jesse Holdom, chairman, says that sub- 
stantial progress has been made by the committee, through 
the work of the chief engineer and his staff, during the 
year. However, it is impossible at this time even to fore- 
shadow the recommendations which the committee may 
make finally. Much of the investigation so far has related 
to the smoke-abatement phase of the subject and has con- 
sisted of tests of air pollution, examinations of locomotive 
engines and smoke-producing plants in the city and an in- 
vestigation into the quantities of coal arriving in Chicago 
and the amount consumed in the various industries. Scien- 
tific tests have been made in an endeavor to ascertain the 
amount of smoke and gases produced by a ton of coal 
burned in locomotive service. 

The Diesel oil engine has been investigated both in this 
country and abroad. Judge Holdom also reports that 
George Gibbs, of the firm of Gibbs & Hill, of New York, 
consulting engineers for the committee, has given his opin- 
ion that the Diesel engine is not practically workable for 
switching or yard service, and that its ultimate value in ex- 
press railroad service is uncertain. Mr. Gibbs said that he 
had been collecting data for some time on operating costs 
of electric traction in heavy railroad service, particularly in 
connection with the electrification of the Pennsylvania 
terminals in New York. Mr. Gibbs has investigated the 
railroad electrification in Europe and thinks that the condi- 
tions abroad are so different from those in Chicago that, 
beyond the working out of some of the technical difficulties, 
foreign practice is not applicable to Chicago. There is no 
uniformity of standards abroad, and nothing has been done 
in the electrification of terminals. 

The chairman notes that in a letter sent to Mr. Burt, 
chief engineer of the committee, in September last, Thomas 
A. Edison asserts that there is “no difficulty in making stor- 
age battery locomotives to do terminal work.” Judge Hol- 
dom says that this is encouraging for the policy of elec- 
trification and that Mr. Edison may possibly demonstrate in 
time the correctness of his conclusions. 

Mr. Gibbs is quoted as follows: “The data which are 
now assuming shape in this office make it possible for the 
first time for us to begin to see daylight in outlining the en- 
tire problem, and we shall soon reach a point where we 
can proceed on the scheme for electrification, its cost and 
operating results. There has been a vast amount of work 
done, and upon very systematic lines, and I believe this 
work of preparation has been necessary and justified.” 

Judge Holdom emphasized the fact that conditions in the 
East are no criterion of railroad electrification in Chicago. 
He says: “Chicago is on a scale of ten to a unit in the 
East, its freight yards and terminals presenting problems 
differing radically from those found in the Eastern cities.” 
The chairman says the problem depends for its solution 
on whether electrification is mechanically feasible, safe 
and efficient, and whether it is financially practicable. At 
this time none of these questions can be answered, al- 
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though great progress has been made toward their final 
solution. E 

The matter of the character of motive power remains to 
be solved. Judge Holdom’s exact language on this point is 
of interest. He says: “Aside from the Diesel internal- 
combustion engine, there are numerous other engines in 
the experimental stage whose powers are not yet known 
and whose capacity for practical operation has not yet 
been determined. Whether overhead construction, or third- 
rail, or electrical engines, or storage batteries, or gas-elec- 
trical motor engines (now in the experimental stage in the 
shops of the General Electric Company, Schenectady, 
N. Y.), will prove to be most useful and practical depends 
on time and the ultimate results reached by those who. are 
constructing and exploiting them.” 

It is interesting to note that from the organization of 
the committee on June 30, 1911, to Dec. 31, 1912, there had 
_ been expended on the investigation $221,599.97, all of which 
has been paid by the railroads represented by the. General 
Managers’ Association. The average number of employees 
on the chief engineer’s staff during eleven months of 1912 
was sixty-six. 


AWARD OF CONTRACT FOR ELECTRIFICATION OF 
MELBOURNE SUBURBAN SYSTEM 


The important announcement was made this week that 
the contract for the electric equipment for the electrifica- 
tion of the suburban railways about Melbourne, Australia, 
had been awarded to the General Electric Company. The 
work will be carried out on a 1500-volt d.c. system, ac- 
cording to the recommendation of Merz & McLellan, con- 
sulting engineers, Westminster, London. An abstract of 
Mr. Merz’s latest report, in which he recommended the 
high-tension direct-current system, was published in the 
Exectric Rairway Journat for Dec. 7, 1912. 
stract for an earlier report, in which Mr. Merz recom- 
mended electrification in general, was published in the 
issue for Oct. 3, 1908. 

Melbourne is the capital of the State of Victoria in Aus- 
tralia. It has a population including suburbs of about 500,- 
000 persons and is the most important municipality in Aus- 
tralia. The local tramway system is operated mostly by 
cable and is owned by a corporation whose franchise soon 
expires. It is expected that this system will be taken over, 
either by the municipal government or the state govern- 
ment, and then probably electrified. The present contract 
does not relate to the tramway system in Melbourne but to 
the suburban steam lines that form part of the steam rail- 
road system, which is owned and operated by the Victorian 
government. 

The report recommending 1500-volt electrification, pub- 
lished in the issue of this paper for Dec. 7, was based 
upon tenders on different systems of electric traction sub- 
mitted by all of the large manufacturers of electrical ap- 
paratus, and the contract which has been received by the 
General Electric Company comprises 400 motor car equip- 
ments, consisting of four motors each, 800 control equip- 
ments, 400 of which are for trailer cars, and 400 air com- 
pressor equipments. This is the largest single order ever 
placed for electric railway apparatus. 

The mileage of the suburban lines included in the scheme 
is made up of 150 route miles, or 289 track miles, of run- 
ning roads and 34 miles of sidings. Power will be sup- 
plied from a central station at Yarraville, a suburb of Mel- 
bourne, in the form of three-phase alternating current at 
twenty-five cycles per second, and will be transmitted at 
20,000 volts to twelve substations at various points on the 
system, where it will be converted into the operating direct 
current of 1500 volts. The high-tension transmission 1s by 
underground cables from the power house to the important 
substations in the central area, and by overhead wires, 
erected on the same structures which carry the railway 
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track conductors, to the outlying substations. Overhead 
conductors will be used throughout the system for ‘supply- 
ing current to the trains, which will be equipped with roller 
pantograph collectors. The complete equipment of the 
raiiways involves the expenditure of $12,000,000 in round 
numbers, and Mr. Merz figures that the saving from elec- 
tric operation will amount to about $600,000 in 1915 over 
the former steam-operated lines. 

Normal trains, weighing about 180 tons, will consist of 
two motor coaches and two trailer coaches. The tracks 
are 5-ft., 3-in. gage. The suburban traffic amounted to 
70,000,000 passengers in 1908; the figure the past year 
exceeds 90,000,000 and in 1917, when it is expected that the 
conversion to electric operation will be entirely completed, 
it is estimated that the suburban lines will carry 150,000,- 
000 passengers per annum. The present plans are accord- 
ingly based on provision for this probable increase in the 
passenger traffic, but all parts of the electrification scheme 
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. are arranged so as to be capable of extension from time to 


time as the traffic subsequently grows. Heavy traffic dur- 
ing the rush hours of morning and evening will be cared 
for by increasing the length of trains, although for this 
initial service it is the intention to have the maximum train 
consist of six coaches. 

The motors, numbering 1600 in all, which will be in- 
stalled in the 400 motor coaches will be of new design 
throughout. They will be known as Type GE-237, will be 
provided with commutating poles, and will be rated 140 
hp each at 725 volts. They will be operated two in series 
on 1500 volts. These motors will be self-ventilating by 
centrifugal fans, cast integral with the pinion-end arma- 
ture-core head. The motors will be arranged for top-field 
control so as to have a running speed of 52 m.p.h. over 
level track on express runs. 

The control equipments, of which 800 will be required, 
will be of the Sprague General Electric Type M form with 
relay automatic control. 


The losses from moisture in coal, according to the Bulle- 
tin of the Institute of Operating Engineers, are too often 
neglected. Ina cargo of 800 tons, 1 per cent of increase in 
the moisture content may mean a loss of-$40 or $50, to which 
must be added losses due to evaporating and superheating 
this moisture in the furnace. The “mine moisture” of 
bituminous coal shipped to the New York markets averages 
approximately 2 per cent. Moisture in excess of this 
amount is usually. caused by rain and leakage in boats dur- 
ing transportation, so that the allowable moisture in a 
sample should be limited to about 3 per cent. 
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RECOMMENDATIONS FOR SAN FRANCISCO CARS 


As a supplement to Part 1 of his report on the design of 
the new United Railroads’ motor car, B. J. Arnold has sub- 
mitted to the San Francisco Board of Supervisors, under 
date of Jan. 20, 1913, an analysis of the loading arrange- 
ments of the present rolling stock. In this Mr. Arnold pre- 
sents detailed recommendations by which the present car 
bodies may be retained in service for some years to come 
and still be made more useful to the company and also more 
useful and comfortable to passengers, especially with ref- 
erence to rapid loading and unloading. An abstract of Mr. 
Arnold’s summary follows: 

SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS 


1. The three improvements essential to the electric car” 


equipment are (a) an increase in platform loading capacity; 
(b) better unloading facilities; (c) improved seating ar- 
rangement. To secure the principal result there are only 
two alternatives—either lengthen the platform or else re- 
model the platform fixtures and remove the end bulkhead; 
possibly both will be advisable in some cases. Mr. Arnold 
believes that these changes will result in increasing the 
speed of passenger movement at least 25 per cent. 


2. Observations indicate that the time for loading and — 


unloading is entirely too great. Entrance passages should 
be enlarged, particularly on the short-platform cars, and at 
least the full width of the entrance step (i. e., from the 
outer grab handle to the stanchion) should be preserved 
in the platform passageway as far as the last step ot en- 
trance door into the car body. In general, this result may 
be accomplished by changing the shape of the guide rail- 
ing, and on the shorter platform cars by moving the con- 
troller away from the entrance. 

3. Inasmuch as the use of the prepayment fare box is 
established, end bulkheads in cars with narrow bulkheads 
should be removed to provide the additional entrance way 
made necessary by this method of fare collection. In this 
manner a “California” type car may readily be developed 
by locating the bulkheads within the car body, forming a 
closed central section with open end compartments. 

4. If a fare box is to be used, the elimination of the end 
bulkhead is essential, but in this case moving the controller 
to the side, although desirable, will not be absolutely neces- 
sary. On the other hand, if the fare box is not used, it 
will be unnecessary to take out the end bulkhead, since mov- 
ing the controller will provide considerable platform space. 
In any case, the clear entrance way to the car body should 
generally exceed 24 in. 

5. Lengthening of platforms is preferable if the cars 
are in sufficiently good condition to warrant the expendi- 
ture, but the change would not be worth while unless each 
platform could be lengthened at least 12 in. If none of 
these improvements is carried out, the short platform cars 
should be retired to outlying or cross-town service, where 
traffic is lighter. 

6. The closed section of the “California” type cars 
should have cross seats, but in the end compartments the 
maximum amount of storage space should be provided to 
accommodate short-haul riders. This necessitates the use 
of a longitudinal seat on that side of the car where pas- 
sengers enter. In the all-inclosed class at least 50 per cent 
of the seating capacity should be in cross seats, instead of 
the present all-longitudinal plan. 

7. During stormy weather, protection by windows or 
curtains must be provided in the “California” type cars for 
passengers using the open sections, otherwise more than 
half of the seating capacity of the car is rendered unavail- 
able when maximum capacity is demanded by rush-hour 
loading. 

8. In cars from which the end bulkheads are not re- 
moved, the stanchion in the middle of the door opening 
should be set out 6 in. or 8 in. from the end sill to increase 
the entrance and exit passageways. 
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g. The “Cleveland” fare box frame will provide the 
maximum storage space on short platform cars using this 
method of fare collection. If the fare box is not used, 
the present type of guide railing altered in shape may be 
retained, but any rail of this type should be cut off at least 
24 in. from the step or provided with the “Oakland” radius 
(movable) rod in order to make the entire step available 
for emergency loading. 

10. Any form of guide railing or fare box stanchion 
should be movable, so as to be located behind the motorman 
on the forward end to protect him from interference by 
standing passengers during lurches of the car, at the same 
time clearing the forward platform of obstructions. 

II. Rapid unloading at the forward end should be facili- 
tated as follows: (a) Removal of the stanchions now divid- 
ing the door opening (unless bulkheads are removed) to 
give a less obstructed exit way; (b) moving the exit gate 
next to the bulkhead in order that passengers alighting may 
not have to force their way through a crowded platform; 
this will also have the effect of decreasing the necessary 
length of safety stations on the street; (c) providing a gate 
at least 30 in. wide, say of a sliding type, which does not 
interfere with passengers standing on the platform. 

12. All cars should be provided with automatic folding 
steps at the forward exits and lift steps at the rear en- 
trances. With all steps raised except that under the con- 
ductor’s control, accidents will be greatly reduced. 

13. On the flush-platform “California” type cars the 
principal improvements should include the remodeled guide 
railing, storm curtains in the open sections and a seating 
arrangement approximating the Geary street car plan,* ex- 
cept that in such a natrow car two rows of cross seats 
should not be used in the closed section; also the projecting 
steps on these cars, or any other type, should be replaced 
by automatic folding steps to prevent accidents. 

14. On the 1300 class the platforms should be length- 
ened and the car converted into the prepayment type if it 
is to be operated on any important lines. 

15. Power brakes should be used on all double-track 
equipment, especially that operating within the congested 
districts. The expense of new brake installation on cars 
that have been in service ten years or more would not be 
warranted, but such equipment should be immediately re- 
tired to outlying districts. 

16. Cable cars of the Powell Street lines should have 
additional capacity, and these short cars should be imme- 
diately converted into the “California” type by the addition 
of another open section. Double-end operation should be 
provided for. In the design of new cable equipment the 
adoption of the prepayment center-entrance type should 
receive serious consideration, with the object of reducing 
accidents and obstructions of streets. 

17. For hill-top lines encountering long grades much in 
excess of Io or 12 per cent, a special type of car should be 
developed, of light construction and equipped with power 
track brakes such as the magnetic type; this car to be from 
35 ft. to 4o ft. in length and to seat about thirty-six people. 

LOADING TIME 

In the general discussion, the question of loading time is 
considered. With the abrupt vertical grades and necessary 
platform overhang in San Francisco, the United Railroads 
Company has established a platform length of 7 ft. 4 in. If 
this length is taken advantage of to the fullest extent, as has 
been done in the Municipal Railway car, it would be suff- 
cient. 

For loading conditions in San Francisco, sufficient stor- 
age space should be provided on the platform to accommo- 
date an average group of ten and a maximum of twenty- 
five passengers waiting to pay their fare. For average 
groups of ten passengers, the loading time for the best of 
the San Francisco cars is 27.5 per cent slower than the 


*For description of this car see Errectrtc RAatLway Journat for Feb. 
24, 1912. 
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latest equipment operated in Oakland, and for the short 
platform type 65 per cent slower, or twice as slow as the 
standard cars of Chicago, which are built with 8-ft. 414-in. 
platforms. 

In Report No. 6 it was recommended that at terminals 
and heavy loading points the front exit, as well as the rear 
entrance gate, should be used for loading, with extra con- 
ductors stationed at these points to receive additional fares. 
This plan has been put into operation by the United Rail- 
roads with very satisfactory results, and the total time of 
terminal loading has now been reduced to a point practically 
equivalent to that of the Chicago standard car loading along 
the street by the usual rear entrance. 

Observations show that although the front gate requires 
25 per cent more time to load than the rear, the total load- 
ing is reduced to about one second per passenger. In other 
words, by this expedient the present short platform car has 
increased in loading speed by one-third. However, for the 
average street loading conditions the speed is necessarily 
slower, as shown by the dotted line in the accompanying 
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curves, for the reason that passengers alighting at the rear 
end use part of the platform step, so that for equal condi- 
tions the San Francisco car loading at both ends is about 
one-third slower than the Chicago standard loading at the 
rear end only. 

Thus far the results of the new Geary street car, which 
car can carry twenty to twenty-five passengers on the rear 
platform, indicate that the principles herein expressed are 
correct, and that by the provision of ample storage space 
the loading speed of these cars under normal conditions 
will probably approximate that of the long-platform cars 
used in Chicago. 

REPORT ON BRAKE EQUIPMENT 

The subject of brake equipment concludes the report after 
a detailed survey of each type of car now used by the 
United Railroads. In San Francisco air-brake equipment 
is used on all electric cars with the exception of thirty-nine 
double-truck and sixty-three single-truck cars of the orig- 
inal “California” type. This does not include the cable 
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cars, all of which are equipped with hand wheel and track 
brakes. Of the equipment now controlled by hand brakes, 
the double-truck cars weigh from 32,000 lb. to 34,000 Ib. 
equipped but without passenger load, and the single-truck 
types weigh about 14,000 lb, equipped; double-truck cars 
operated by air brakes, from 38,000 Ib. to 80,000 Ib., 
equipped. In analyzing the accident account of street rail- 
Ways operating hand and air brake cars in some of the 
iarge cities of the country, it appears that there is a more 
or less clearly defined line which constitutes a practicable 
limit for the operation of these two types of brake equip- 
ment. The factors of type and weight of car, scheduled 
speed, character of territory traversed, kind of street traffic 
encountered, prevalence of bad rail conditions, etc., make it 
impossible, however, to establish a definite limit for uni- 
versal application. 

The standard Chicago car with air-brake equipment is 
able to stop within a distance of 145 ft. under maximum 
brake application when running at the maximum motor 
speed of about 24 m.p.h. Comparative braking tests in 
New York City, made upon a car weighing 38,000 Ib, and 
running at a speed of about 17 m.p.h., showed an average 
braking distance of 114.2 ft. for air brakes, and 141.6 ft. for 
hand brakes. The minimum distance observed was 105 ft. 
for air and 128 ft. for hand brakes. This means that the air 
brakes stop the car within 2.8 lengths and hand brakes 
within 3.5 lengths. Recent discussion of this subject re- 
sulted in an order issued by the New York Public Service 
Commission of the First District to equip all double-truck 
surface passenger cars weighing over 37,000 Jb. with power 
brakes and geared hand brakes, which order was further 
modified with the intention that in the future all new equip- 
ment should be furnished with both power and hand brakes. 
This order undoubtedly contemplated the exclusive installa- 
tion of double-truck cars within the city. 

In San Francisco those cars which are not equipped with 
power brakes have two types of lever hand brakes: (1) 
wheel brake, (2) track brake. The track brake undoubtedly 
gives additional security over the ordinary hand wheel 
brake. Moreover, the hand brake cars are of the older 
styles and will unquestionably be retired in the near future. 
Consequently it is not a justifiable expense to equip all of 
these older cars with air brakes. If any line may be drawn, 
the single-truck cars should be allowed to run with their 
present brake equipment and also any double-truck cars 
now in service that have had more than ten years’ wear. 
All of these cars, however should be kept off the prin- 
cipal thoroughfares and should be used on the outlying 
lines. The San Francisco company’s reported practice of 
using power brakes on all cars over 33,000 lb. in weight, 
equipped, is satisfactory. If, however, it is determined to 
eperate any new cars of lighter weight, Mr. Arnold would 
still recommend that power brakes be used on all double- 
truck equipment. 

For so-called hill lines, where the necessities of routing 
require operation over grades much in excess of I0 per 
cent to 12 per cent, it would be hazardous to attempt to 
operate a fast schedule without the assistance of some form 
of power brake, especially for a large car of forty seats or 
more which will probably weigh in excess of 40,000 Ib. 
Although it is true that in San Francisco climatic condi- 
tions are such that a clean rail is usually available on 
which air brakes would be safe, yet the occasional occur- 
rence of slippery rail and the danger of overrunning stops 
through too rapid coasting down grade invite serious acci- 
dents. It is recommended that careful study be made of the 
magnetic track brake for meeting such conditions. It has 
been successfully applied in Los Angeles, Portland and 
Seattle with heavy cars on grades as high at 14 per cent. 
It is possible, with this equipment, on a level track to stop 
a heavy car running at 21 m.p.h. practically within its own 
length, i. e., within less than 50 ft. This is far beyond the 
limits of the usual air-brake equipment. 


258 


MEETING OF COMMITTEE ON EQUIPMENT 


The midyear meeting of the committee on equipment of 
the Engineering Association was held on Saturday, Feb. 1, 
at the New York headquarters of the association. The 
committee members present were F. R. Phillips, chairman, 
Pittsburgh, Pa.; J. M. Bosenbury, Peoria, Ill.; E. W. Holst, 
Boston, Mass.; L. M. Clark, Indianapolis, Ind.; R. N. Hem- 
ming, Anderson, Ind.; W. R. McRae, Toronto, Ont., and 
J. P. Barnes, Syracuse, N. Y. 

The first discussion was subject 1, wires and cables for 
car equipment. It was the consensus of opinion that the 
report should not attempt to give a detailed specification as 
to quality and kind of cables, etc., but should preferably 
be a study of manufacturing and insurance aspects and the 
influence on maintenance due to various trolley connections, 
car cables and motor leads. The sub-committee on this sub- 
ject consists of W. R. McRae, Toronto, and D. E. Blair, 
Montreal, Que. 

Subject 2, storage battery car operating data, was as- 
signed to E. W. Holst, Boston, and J. M. Bosenbury, Peoria, 
Ill. The work of this sub-committee will be supplementary 
to the 1912 report on self-propelled cars. It will be de- 
voted chiefly to verifying operating data, summarizing the 
progress of the past year and bringing the bibliography of 
this subject down to date. 

The committee then considered topic 4, revision of brake- 
shoe standards, upon which a report was submitted by L. M. 
Clark, Indianapolis, Ind., and W. R. McRae, Toronto, Ont. 
The suggestion for revision, including removal of discrep- 
ancies, had been made by A. T. Clark, superintendent 
rolling stock and shops United Railways & Electric Com- 
pany, Baltimore, Md., owing to some clearance difficulties 
which he had experienced in trying to adapt the associa- 
tion brakeshoe standards to his conditions. It. was the 
sense of the committee that further study should be made 
of brakeshoe design to see whether such difficulties could 
not be obviated without materially changing the present 
standards, 

Subject 6 assigned to the committee relates to the in- 
vestigation of the differences in the standards of the Ameri- 
can Electric Railway Association and the Central Electric 
Railway Association. Mr. Hemming said that, with the ex- 
ception of brakeshoe length and one or two other matters, 
the Central Electric Railway Association had voted on Nov. 
21, 1912, to accept the standards of the American Electric 
Railway Association in place of its own. Messrs. Hemming 
and Clark will report in detail upon this subject at a later 
date. 

Subject 3, refinement of specifications for solid steel 
wheels, was next considered in connection with subject 5, 
standard car wheel measuring tapes, gages and templates. 
Messrs. Holst and Barnes constitute the sub-committee on 
both of these subjects. As to subject 3, Mr. Holst asked 
for more time on this matter before making a report in 
order that he might draw his conclusions from a longer 
trial. 

Mr. Barnes stated that at a meeting of the American 
Society for Testing Materials held in Pittsburgh Dec. 16, 
1912, the representatives of the society had objected to 
those clauses in the Engineering Association’s wheel specifi- 
cation which relate to mating for uniform carbon content 
and weight tolerance. Mr. Phillips pointed out the neces- 
sity of having one or more representatives of the Engineer- 
ing Association at the meetings of the Testing Society in- 
order to insure a full hearing for the standards desired by 
the electric railway interests. There was a general discus- 
sion by the committee on the mating of wheels and the con- 
nection between weight and dimensional tolerances. Mr. 
Barnes said he would prepare a report covering in detail 
the matter of tapes, gages and templates for wheels after 
receiving some promised data on that subject from the 
M. C. B. Association. 
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The last matter taken up was subject 7, specifications for 
air-brake hose, in line with the suggestion of W. G. Gove, 
superintendent of equipment Brooklyn Rapid Transit Com- 
pany, who had found that the M. C. B. specifications for 
hose did not meet the excessive vibration and swaying of 
electric railway trains. This subject has been assigned to 
Mr. Bosenbury and F. G. Grimshaw, Pittsburgh, Pa. It is 
proposed to prepare a specification covering the quality of 
rubber entering into such hose. 

Upon request of the committee on standards, Mr. Phillips 
will review the specification of heat-treated carbon steel 
axles. 

The meeting was then adjourned. 


NEW METHOD OF FOLDING TICKETS 


The Cleveland Railway has recently adopted a novel 
method of folding tickets which are sold in strips. The 
method employed is covered by a patent issued to Louis P. 
Lipps, Cleveland. The object of the invention is to make 
it easy to detach a single ticket. Usually, of course, such 
tickets are of the same width and are folded at right angles 
to the edge of the 
slip, with the result 
that the user often 
tears off two or more 
tickets when he 
means simply to de- 
tach one. In the new 
method every other 
ticket is made slightly 
wider than the pre- 
ceding ticket so that 
the edge of the outer ticket projects beyond the edge of the 
next inner ticket. Another object is to help schedules by 
reducing delays by passengers while they are separating 
their tickets. 
cars. The accompanying engraving shows a strip of five 
tickets such as are sold by the Cleveland Railway. This 
company has ordered 100,000,000 of these tickets. 


Package of Cleveland Tickets 


TRAMWAY STATISTICS IN GREAT BRITAIN 


The statistics of the tramways and light railways in 
Great Britain and Ireland for the past year, published by 
Parliament, have just appeared. The statistics cover the 
calendar year of 1911 for the companies and the year ended 
March 31, 1912, for the municipal railways. Of the 290 
undertakings, 172 belong to local authorities and 118 belong 


Sratistics oF Erectric RamLways IN GREAT BRITAIN AND IRELAND 


1911-12 1910-11 
Yotal number of passengers carried........ 3,127,318,732 2,907,177,120 
Number of miles: rin) Dy (carsu. ec ces se oe 323,354,389 310,494,243 
Capital expenditure per mile of single track 
open: 

Bines tands works swat pielehnaie iat ctetenetehets £13,623 £13,534 

PACED Lt tay Si ica nya a's astute sta vatee are) eioke fot Meaieceepone £18,005 £17,873 
Percentage of net receipts to total capital 

PASELAY. 5 ae st etele tore msi eweyetaistniarscetslts csetstosnut woes tehe 7.50 6.97 
Percentage of net receipts to net capital out- . 

lay (eliminating amounts expended on con- 

struction or purchase of old lines and 

works now. superseded) ....cciceecpcvece 8.15 7.60 
Percentage of working expenditures to gross 

OCOLDES fo ays ainls (= falaiacareyer ie eiteternl etna «papel gee 60.60 61.70 
Passengers carried per mile of route open.. 1,183,620 1,119,389 
Passengers carried per car mile............ 9.67 9.36 
Average receipts per pasSenger............ 1.079d. 1.0894, 


to companies. The municipal enterprises, however, are 
much the larger and represent in net receipts £4,233,874 
out of a total of £5,801,648. The municipal lines have a 
total length, measured as single track, of about 3020 miles, 
as compared with 1263 miles belonging to companies and 
private individuals. Some of the statistics are given in the 
accompanying table. These figures include 5 miles of track- 
less trolley system. 


This is particularly important in prepayment. 
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A SIMPLE TROLLEY CONTACT CROSSING SIGNAL 


A new crossing signal of the trolley contact type has re- 
cently been placed upon the market by the United States 
Electric Signal Company, West Newton; Mass. As a re- 
sult of fifteen years of experience and observation, its man- 


ufacturers have endeavored to reduce its design to the 
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Trolley Contact Crossing Signal—Interior of Signal Casing 


simplest arrangement compatible with satisfactory opera- 
tion. 

The housing is a cast-iron case with a 3-16-in. sheet-iron 
door securely hinged and provided with a Yale lock. The 
gong is 10 in. in diameter and is mounted on the outside 
of the box door, but the ringing mechanism is inside the 
case, the striker projecting through a small hole in the door 
‘and striking upon the inside of the gong. The main relay 
is of the wall type and mounted by four screws to the back 
of the case. Resistance is in tube form, mounted in a slate 


i Trolley Wire 
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Trolley Contact Crossing Signal—Wiring Diagram 


case and can be adjusted for any usual railway voltage. 
One-half ampere is used for operating. 
One crossing equipment for single track usually consists 
of the signal and three trolley switches or contactors. The 
method of installation is to place the signal upon a pole as 
near the intersection of the track and the highway as pos- 
“sible, to place a double-acting trolley switch on the wire 
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immediately over the crossing and one single-acting trolley 
switch over the track each side of the highway and at a 
suitable distance away, depending upon the maximum speed 
at the location. 

The switches at each side of the highway are for cutting 
the alarm into operation and operate according to the 
direction of the movement, while the double-acting switch 
immediately over the crossing restores for either direction. 

In the operation of the signal a car approaching the 
crossing passes under one of the setting switches, momen- 
tarily closing a contact which energizes the setting magnet 
of the relay causing its armature to be attracted and me- 
chanically latched in position. This operation closes a per- 
manent feed from trolley across contact points on the relay 
to the bell and through resistance to ground,. Upon reach- 
ing the crossing the car passes under the restoring switch 
and momentarily makes a contact which energizes the re- 
storing relay and unlocks the mechanical latch above men- 
tioned, allowing the armature of the setting magnet to fall 
by gravity. This opens the circuit to the trolley feed, thus 
restoring the signal to the inoperative condition. For 
double-track protecting the operations are the same ex- 
cept that four switches are required. 

Terminals are provided to which a bank of lamps can be 
connected to illuminate a danger sign at the crossing or 
any other lamp arrangement such as the use of red lights 
on the highway each side of the crossing. If desired, a 
semaphore blade attached to the signal case can be de- 
signed to remain in the danger position normally and to 
indicate “clear’’ when the signal is in operation, thus show- 
ing the condition of the signal to the crew of an approach- 
ing car before the crossing is reached. 


SANITARY CAR STRAP WITH ADVERTISING 
FEATURE 


The accompanying halftones illustrate a car strap which 
has been patented by John F. Newton, Jr., Public Service 
Advertiser Company, Boston, Mass., in response to a need 
of improved sanitary car fittings for standing passengers, 
combined with striking publicity features. The novel fea- 
ture of the strap is a handle or depending loop made of 
steel with a dipped velvet rubber finish, on the outside of 
which is a facing of a non-inflammable, transparent mate- 
rial known as “‘cellon,’ forming a surface above an adver- 
tising strip of paper which carries any desired pictorial or 
printed display, The 
cellon gives to the 
surface of the handle 
a polish resembling 
an enamel finish and 
it is moisture-proof. 
When no advertise- 
ment is inserted the 
strap handle can be 
finished to match the 
interior of the car. 
The edges of the 
handle are rounded 
and molded to pro- 
vide the maximum 
of comfort, which is 
obtained by the use 
of even two or three 
fingers. A trial in- 
stallation has been in service on several elevated cars of 
the Boston Elevated Railway for eleven months. One of 
the accompanying views illustrates the equipment as in- 
stalled in one of these cars. The handle of the strap is 
4% in. deep and 2% in. in diameter, the width being 13% in. 
In the Boston trial installation the monogram of the Boston 
Elevated Railway Company has been placed in the adver- 


Strap with Advertising Feature 
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tising space of the handle as shown in the illustration. 

The handle is fastened to the strap by two nickel-plated 
rivets with nickel-plated washers, and can be detached 
easily by the use of an implement which pulls down the 
handle from the leather. The elevated car strap is 19 in. 


long and 136 in. wide, its thickness being 3/16 in. The 
equipment are of the best 


straps in the “velvet finish” 


Interior of Car, Showing Appearance of Advertising Straps 


bridle leather, tanned from four to six ‘months and 
provided with rounded edges. The surface car strap of 
the Advertiser company is 12 in. long and of the same 
material. With the handle it will withstand a pull of over 
2000 lb. The handle is practically unbendable and weighs 
but 2 oz. 

The straps are carried on a 1%4-in. polished cherry rod 
terminating at each end in circular plates with bronze 
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An entirely new method of securing contact is used in a 
bond just placed on the market by the Ohio Brass Com- 
pany, of Mansfield, Ohio. This is known as the “type J” 
all-wire rail bond. Reference to the illustrations will show 
the novel features of construction, all of which are pa- 
tented. In the application a pin in formed in the center 
of an annular hole drilled in the rail by a hollow cutter. 
This pin fits into a hole drilled in the bond terminal and, as 
the pin is an integral part of the rail, it makes a current- 
carrying contact on the inside of the terminal in addition 
to that secured on the outside as in the ordinary bond. 

The bond is installed on the ball of the rail by driving 
the terminal home with a hammer. This operation com- 
presses the copper and causes it to grip both the outer 
surface of the hole and the central pin. Mechanically, the 
bond is thus permanently attached. 

Electrically, the contact surfaces marked C, D and E 
on the illustration are more than sufficient for the capacity 
of the bond. The contact surface C on the pin B is abso- 
lutely protected against moisture and other corrosive ele- 
ments, as it is far removed from the outer surface of the 
rail. 

A special hollow milling cutter is provided for forming 
the annular hole in the rail. It is made of high-speed 
steel, and facilities are provided for quickly and accurately 
regrinding it in the field. A motor-driven machine has 
been developed for use in the installation of this bond. It 
dril!s two annular holes simultaneously, one on each side 
of the joint, feeding the cutters automatically. When the 
holes are finished the cutters are backed out rapidly with- 
out stopping or reversing the motor. 

The machine can be quickly clamped to the rail or re- 
leased, and it is mounted on wheels for moving along the 
track. Two men can easily lift it from the track to allow 
cars to pass. The motor is especially designed for this 


service and operates on a 550-volt dc. circuit with a 
maximum current consumption of approximately 2 amp. 
The controlling switch is located on top of the machine 
Two men can mill the 


within easy reach of the operator. 


poe 
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New Rail Bond—Views Showing the Bond, the Annular Hole in Ball of Rail and the Bond in Place 


facing carrying the railway’s engraved monogram, eight 
such plates being used per elevated car, as the rods are 
not carried past the doors. The latter arrangement leaves 
a clearer passage at the entrances and exits and enables 
the traffic to be loaded and unloaded with shorter stops. 
The straps cannot be moved longitudinally on the rods, as 
they are held in place by a bronze bracket behind each 
strap on the rod itself. This prevents any marring of the 
handle finish and the massing of straps in front of any 
advertising card in the racks. 

The Public Service Advertiser Company’s present plan 
is to install and maintain the straps free of charge to the 
railway company, the revenue being derived from the 
advertisers on a rental basis per strap. The handles are 
maintained in perfect sanitary condition by being wiped 
with sulpho-naphthol at least weekly. 


holes while a third cleans the holes, installs the bonds, re- 
moves crossing planks, etc. 

An electric railway which recently installed many thou- 
sands of these bonds reports that under ordinary conditions 
three men can install from 125 /to 150 bonds in a ten-hour 
day. At present the bond is made only in No. 0000 capac- 
ity and is designed for use on 60-lb. and heavier rails. 


There is an open market for manufacturers of all coun- 
tries for all material for the Brazilian government railways, 
and rails are purchased in Europe and America without 
preference, depending entirely on price. On the other 
hand, when possible, roads owned by English companies 
naturally give preference to their own manufacturers for 
locomotives and other rolling stock as well as machine tools. 


i) 
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ELECTRIC RAILWAY LEGAL DECISIONS 


CHARTERS, ORDINANCES, FRANCHISES 


Connecticut—Earnings Tax on Capital—What Is Capi- 
tal? 

An ordinance granting a horse railway company the right 
to operate by electricity provided as a condition that the 
company should pay a 2 per cent gross earnings tax when 
its net earnings should exceed 6 per cent on the capital 
actually invested in stocks or bonds, or both. Held, that 
such condition referred to the amount contributed by stock 
and bond holders to the corporation’s liabilities and not to 
the capital actually invested for construction and equip- 
ment. Therefore a complaint in a suit to recover such 
taxes, alleging that the income exceeded 6 per cent of the 
capital actually invested by the company for the construc- 
tion and equipment of its railway lines, etc., was insuffi- 
cient to show an accrual of the liability to pay. (City of 
Waterbury v. Connecticut Ry. & Lighting Co. et al., 84 
Atlantic Rep., 723.) 

Indiana.—Right to Cross Steam Road—Tracks, 

A street railway is not an additional burden to the ease- 
ment which the general public has in a street. Hence it 
may cross the tracks of a steam railway laid on such street 
subject to no conditions other than those to which the 
general public is subject. The priority of the steam road 
in constructing its tracks gives it no advantage, it being 
assumed that it constructed its tracks with the understand- 
ing that a street railway might be located upon the high- 
way. (Baltimore & O. S. W. R. Co, v. Cincinnati, L. & A. 
Electric St. R. Co., 99 Northeastern Rep., 1018.) 


Massachusetts.—Taxation—Bridge and Approaches— 
Street Railroad Property. 

Where a street railway company which was authorized 
by St. 1899, Chap. 293, to construct a bridge across a river 
between two cities and to construct its railway on the 
bridge, etc., constructed the bridge, acquired a strip of land 
extending from the bridge to a highway and maintained 
on the bridge and land appliances for the operation of a 
street railway, the bridge and land were real estate within 
general tax law (St. 1909, Chap. 490), Sec. 3, and were 
subject to local taxation in the absence of any law to the 
contrary. (Connecticut Valley St. Ry. Co. v. City of 
Northampton, 99 Northeastern Rep., 516.) 
Michigan.—Street Railroads—Maintenance 

Police Power? : 

A municipality in granting franchises to a street railroad 
company to construct and maintain its roads in and upon 
the streets and highways cannot surrender or circumscribe 
its right to exercise its general police powers, and such 
grants must be accepted upon the implied condition that 
they are subject to such power. A municipality is the 
judge of the necessity for repairing the pavement or re- 
paving its streets, and it may require such grantee to con- 
form to any reasonable changes which may be determined 
to be necessary for the protection of the public. (City of 
Detroit v. Detroit United Ry., 138 Northwestern Rep., 216.) 
Michigan.—Rights Acquired in Streets After Expiration of 

Franchises. ull Na 

A municipal corporation is not estopped from insisting 
on the expiration of franchises to a street railway company 
by the inaction of its officials while the company was ex- 
pending large sums of money in betterments and replace- 
ments instead of ordinary repairs, especially where the 
municipality had no right to prevent the company from 
making improvements or to require them to be made. A 

Upon the expiration of a franchise granted by a es 
pality to a street railroad company, the property ie ee 
public streets used in the maintenance and operation ¢ the 
railway belongs to the company and may be remove she 
and it is entitled to notice to remove it within a reasonable 
time, and the pega (es no Cabin BORE to pro- 

by force to effect such rem . 
oN Sa ailnay company by continuing to occupy oe 
streets after the expiration of a franchise granted ee 
municipality does not create a nuisance in the ai gete ( %; y 
of Detroit v. Detroit U. Ry., 137 Northwestern Rep., 645. 


Nebraska.—Right-of-Way—Rescission of Grant by Land 


Owner. 
Where a 


of Streets— 


suburban land owner, in consideration of the 
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location, construction and dedication of an interurban rail- 
way and boulevard across his premises, enters into a writ- 
ten contract to convey to the street railway company a 
part of his land for right-of-way purposes but afterward 
seeks to rescind his contract on the ground of fraud or 
mistake, he must act promptly and make known his inten- 
tion to rescind upon his discovery of the facts. (Ensign v. 
Citizens’ Inter. Ry. Co. et al., 138 Northwestern Rep., 718.) 

New Jersey.—Street Railroads—Construction and Mainte- 

nance—Liability for Injuries. 

By the general principles of the common law a railway 
company, having the right to construct tracks in the public 
street, must lay its tracks in a proper manner and keep 
them in a proper state of repair, but the liability of such a 
company for failing to keep the surface of the street in re- 
pair does not result from the mere fact that the corporation 
has been vested with a franchise or license to use the public 
street. The liability to maintain the pavement, as such, if 
it exists, must rest upon some statute or ordinance impos- 
ing such a duty or must arise out of the obligations of a 
contract, and in the absence of statute, ordinance or con- 
tract creating such duty, a railway company is not liable 
to one of the traveling public who is injured by stumbling 
over one of its tracks which is exposed by reason of the 
highway becoming depressed at the place of the accident, 
when such depression in the street has not been /occa- 
sioned by the negligence of the company. (Johnson v. 
Public Service Ry. Co., 85 Atlantic Rep., 165.) 


New York.—Passenger Rates to District Within City 
Limits Acquired by Annexation. 

The consolidation of Brooklyn, including the former town 
of Jamaica, which in 1889 was outside of Brooklyn but was 
afterward incorporated therein as a part of Greater New 
York City, did not take from a railroad company the right 
to collect 10 cents above the regular fare on its line between 
Brooklyn and Jamaica, under Laws 1889, Chap. 38, which 
gives any steam railroads the right to collect an excess 
charge of 10 cents over the regular fare from any passenger 
who pays his fare in the car, “except where such passage is 
wholly within the limits of any incorporated city.” Greater 
New York Charter (Laws 1901, Chap. 466), Sec. 1538, pro- 
vides that franchises theretofore granted by any of the 
united and consolidated municipalities shall be restricted 
to their respective limits before consolidation, so that by 
analogy the obligations of a railroad company should not 
be extended by the consolidation. (Hogan v. Long Island 
R. Co., 138 New York, Supplement 47.) 

New York.—Acquisition of Franchise—Consent of Munici- 
pality—Modification of Franchise. 

A street railroad company, operating a railroad between 
the villages of W. and M. under a franchise authorizing it 
to charge a Io-cent fare between those villages, executed a 
mortgage which provided that part of the proceeds of the 
bond issue secured thereby should be devoted to the de- 
velopment of extensions, and that property and franchises 
thereafter acquired should be covered by such mortgage. 
Thereafter the village of M. and an adjoining town granted 
a franchise for an extension of the road beyond M., on 
condition that only a single fare of 5 cents should be 
charged between the terminus of the proposed extension 
and W. The mortgage was afterward foreclosed and the 
property, including the extension, sold in separate parcels; 
the extension and the line between M. and W. being in- 
cluded in different parcels. Held, that the franchise for 
the extension modified and superseded the old franchise, 
so far as the village authorities were interested in and 
could contract for the reduced rate, whether or not it had 
any application to the fare for a continuous passage be- 
tween W. and any point short of or beyond M. (Public 
Service Commission et al. v. Westchester St. R. Co., 99 
Northeastern Rep., 536.) 

Pennsylvania—Rates of Fare—Agreement for Extension 
of Street Railway. . 

Where an ordinance is passed granting a street railway 
company terms for an extension, and providing that the 
rate of fare shall not exceed § cents per single fare, or six 
tickets for 25 cents, such being the rate of fare before the 
passage of the ordinance, neither the railway company nor 
another company to which it has leased its lines can abolish 
the sale of six tickets for 25 cents from points on the two 
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lines for which the extension was allowed by the city. 

(City of Reading v. United Traction Co. et al., 84 Atlantic 

Rep., 666.) 

Pennsylvania.—Carriage of Goods Required if Right of 
Eminent Domain Exercised. 

Under act June 1, 1907 (P. L. 368), conferring on street 
railways the power of eminent domain and providing that 
any company availing itself of such right shail be a com- 
mon carrier of express matter, etc., whenever a street rail- 
way serves notice on a landowner of its purpose to con- 
demn his land and files its petition and bond in court, it 
becomes bound as a common carrier of light freight. 
(Keys v. Uniontown Radial St. Ry. Co., 84 Atlantic Rep.. 
1100.) 

Washington.—Fares to School Children—Acquiescence by 
Parties in Construction. 

Where a franchise granted an electric company pro- 
viding that school children should ride for half fare had 
been construed by the parties to apply only to children 
attending the common schools and not to students of the 
State University and of business colleges, the status of the 
parties was fixed, and the company could neither recede 
from its position nor the city add thereto, the contract be- 
ing executed, except in so far as it is measured by time. 
(State ex rel. City of Seattle v. Seattle Electric Co. 128 
Pacific Rep., 220.) 


LIABILITY FOR NEGLIGENCE 


Colorado.—Prima Facie Evidence of Negligence. 

Excessive speed of a street car that struck an automobile, 
the failure to sound a gong or bell and the passing of cars 
at a street intersection, all contrary to ordinance, are each 
sufficient to warrant a jury in finding that a street car com- 

' pany was negligent. The duty to stop, look and listen is not 
rigidly applied in the case of street railways. (Phillips et 
al. v. Denver City Tramway Co., 128 Pacific Rep., 460.) 
Georgia—Car Started by Unauthorized Person During 

Absence of Motorman. 

A street railway company may be held liable for an in- 
jury due to the failure of its motorman to exercise extra- 
ordinary care in protecting a passenger from injury. In the 
exercise of this care the carrier is required to anticipate 
that children of tender years will not act with the prudence 
of maturity and are generally inclined to be inquisitive, 
meddlesome and venturesome. Hence a jury may be au- 
thorized to find that a motorman who left his car, which 
was operated by electricity, in such condition that the 
car could be easily started or set in motion by a child 
passing by was guilty of culpable negligence as to passen- 
gers who were permitted to remain in the car while await- 
ing the arrival of a connecting car of the same street car 
company on which they were to proceed to their destina- 
tion. (Valdosta St. Ry. Co. v. Fenn, 75 Southeastern Rep., 
984.) 

Kentucky.—Assumption by Employee of Risk While Rid- 
ing on Running Board. 

An electric railroad employee in riding on an open motor 
car in the performance of his duties assumed the risk of 
being injured through such jerks as were ordinarily inci- 
dent to prudent operation of the car, and it was unnecessary 
to warn him against such dangers where he was seventeen 
years old and possessed of fair intelligence. Hence in an 
action by him against the company for injury received in 
falling from the car while walking along a running board 
on one side of the car, caused by a jerking of the car, it 
was error to give an instruction submitting an issue as to 
the dangerous condition of the car and negligence in fail- 
ure to warn him, since such conditions did not cause his 
injury, he having no work to perform in operating the car. 
(Central Kentucky Traction Co. v. Smedley, 150 South- 
western Rep., 658.) 

Maine.—A Derailment Shows Sufficiency of Evidence of 
Negligence. 

When, in a suit against an electric railway company, it 
is shown that an electric car was derailed and the plaintiff, 
a passenger, was injured in consequence of the derailment, 
that is sufficient evidence prima facie of the defendant’s 
negligence. The burden of explanation then falls upon the 
defendant. (Berry v. Atlantic Shore Ry., 84 Atlantic Rep., 


740.) 
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Massachusetts.—Crossing Accident with 
Automobile. 

An automobile not registered in the name of its owner 
is uniawfully upon the highway, and a street railroad com- 
pany owes to a person in it no other duty that that of 
abstaining from injuring him by wantonness or reckless- 
ness. (Love v. Worcester Consol. St. Ry. Co., 99 North- 
eastern Rep., 960.) 


Massachusetts.—Injury to Child Twelve Years Old. 

The failure of a boy twelve years old to look and listen 
for a street car before taking a position beside the track, 
where he was struck by a car, did not render him negligent, 
as a matter of law, so as to bar recovery. (Angelary v. 
Springfield St. Ry. Co., 99 Northeastern Rep., 970.) 


Massachusetts.—Liability for Defective Culvert 
tained by Municipality. 

A street railway company was liable for injury to a pas- 
senger from the giving way of a culvert in consequence of 
a heavy rain following a severe snowstorm, though the cul- 
vert had existed long prior to the construction of the tracks 
and had been subsequently maintained principally by the 
municipality. (Sawin v. Connecticut Valley St. Ry. Co., 99 
Northeastern Rep., 952.) 


Michigan.—Dangers Caused by Snow Piled on Street. 
Where a company operating an electric railway in a 
public highway has thrown the snow from its tracks on 
the other portion of the highway, rendering it impassable 
and making it necessary for travelers to drive on the tracks, 
it is the duty of its employees in operating its cars to have 
regard to such conditions and take reasonable precautions 
to avoid accidents rendered more probable thereby. (Hib- 
bler v. Detroit United Ry., 137 Northwestern Rep., 7109.) 


Michigan.—Street Railroads—Operation—Duty Toward Pe- 
destrians. 

The motorman of a street railroad car when running at 
proper speed is not required to check the car whenever a 
pedestrian approaches the track, but may assume, if the 
distance is sufficient for a crossing to be made safely, that 
he will so cross, and that if it is insufficient he will main- 
tain a position of safety and not place himself in a posi- 
tion of danger by attempting to cross. But when the mo- 
torman becomes advised, or in the exercise of due care 
should become advised, of the pedestrian’s peril, he must 
use all means within his control to avert injury. .(Gra- 
dyszewski v. Detroit U. Ry., 138 Northwestern Rep., 225.) 


Missouri.—Injuries to Servant—Safety of Switch. 

When a switch is so constructed that street cars were 
operated over it thousands of times in safety and a car 
would have passed over it safely if the motorman in charge 
had kept it under control as it approached the switch and 
stopped at the post indicating a safety stop, the switch, 
as a matter of law, was reasonably safe. (Glenn v. Metro- 
politan St. Ry. Co., 150 Southwestern Rep., 1092.) 


Texas.—Injuries to Person Employed by or Assisting Ser- 
vant. 

Where the agent of a traction company at its substation 
promised plaintiff that he would pay him if he helped clean 
the electrical machinery, and plaintiff looked to the agent 
for his pay, neither contemplating that he should become an 
employee of the company, the company was not liable to 
him for injuries from the machinery. (Blalack v. Texas 
Traction Co., 149 Southwestern Rep., 1086.) 


Virginia——Burden of Proof in Case of Derailment. 

Where an injury to a passenger happens as the result of 
a derailment, the burden of proof is upon the carrier to 
establish that there was no negligence whatever and that 
the injury was caused by inevitable casualty or by some 
cause which human care and foresight could not prevent, so 
that it was without fault. (Washington-Virginia Ry. Co. vy. 
Bouknight, 75 Southeastern Rep., 1032.) 


Washington.—Relative Duties to Passengers and Pedes- 
trians. 

A street railroad company must exercise reasonable care 
to protect pedestrians. But it owes the highest degree of 
care to its passengers and is not required to stop its car 
in an emergency for the protection of a pedestrian so sud- 
denly as to cause greater hazard to its passengers than 
that to which the pedestrian is exposed. (Slipper vy. Seattle 
Electric Co., 128 Pacific Rep., 233.) 
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News of Electric Railways 


Report of Experts on the Result of Operation at Reduced 
Fare in Toledo 


Nau, Rusk & Swaeringen, expert accountants of Cleve- 


land, Ohio, have filed with Mayor Whitlock of Toledo, 


Ohio, their report covering the operation of the railway 
lines of the Toledo Railways & Light Company for a period 
of nine months from the date upon which the reduced fare 
schedule went into effect, comparisons being made with the 
results in former years for a similar period. Since Jan. 8, 
1912, the Toledo Railways & Light Company has charged 
a 3-cent fare between 5.30 a. m. and 7.30 a. m. and between 
4.30 p. m. and 6.30 p.m. During the remainder of the day 
six tickets have been sold for 25 cents and the cash fare has 
been 5 cents. 

According to the report, in 1911 the actual result was 
5,623,246 car miles traveled compared to 5,693,757 in 1012. 
The number of revenue passengers in 1911 was 27,537,158 
compared to 32,036,470 in 1912. The receipts from pas- 
sengers in 1911 was $1,309,926 as compared to $1,281,882 in 
1912. The passenger receipts per car mile in 1911 were 23.29 
cents compared to 22.51 cents in 1912, The revenue pas- 
sengers carried per car mile in 1911 were 4.90, while in 1912 
5.62 passengers were carried per car mile. The average 
fare paid by passengers in 1911 was 4.76, while in 1912 the 
average fare was 4 cents. 

The table of earnings in the report for 1911 shows that 
the receipts from passengers were $1,309,926, the gross 
earnings $1,422,473 and the net earnings after the main- 
tenance and operating charges are deducted, $487,204. In 
1912 the report shows that $1,281,882 was received from 
passengers, the gross earnings were $1,399,507 and the net 
earnings were $305,044, which shows a reduction in the net 
earnings for the nine months in 1912 over the same period 
in 1911 of more than $182,000. 

The report covers 120 typewritten pages, all but ten pages 


of which are devoted to figures covering the details of the 


company’s business for the nine months as compared with 
the same period in past years. The following statements 
are taken from the report: 

“We made a calculation, based upon a comparison of the 
first nine months in 1911 with the first nine months in 1902, 
which shows that the average increase, compounded annu- 
ally, for the period from 1902 to I9QII was 2.63 per cent 
in car miles run and 5.85 per cent in revenue passengers 
carried. This compound curve of growth, for the nine 
months’ period, appears to be typical of one based upon an 
entire year’s period. 

“Doubtless there is a stimulus of traffic due to the lower 
rate of fare and it cannot therefore be assumed that the 
same number of passengers would have been carried under 
the old rate as actually have been carried under the reduced 
rate. From a study of the figures it will appear that the 
average rate of fare per pay passenger has been reduced 
from 4.76 cents to an even 4 cents. 

“Tt will also be seen that the number of passengers 
carried was nearly 3,000,000 more than expected, based upon 
the average annual increase for the last ten years, and that 
this increased number of passengers was carried by operat- 
ing nearly 78,000 fewer car miles than was to be expected 
from the average increase of the past. 

“Comparing the actual results under the lower rate of 
fare with the expected results under the old rate of fare, 
the table will show a reduction in passenger receipts for 
the nine months of less than $105,000 (an average of a 
little more than $11,000 a month) and, leaving out of con- 
sideration the expected and normal rate of growth, the pas- 
senger receipts for the nine months of 1912 were only 


$28,000 less than the receipts for the nine months period 


of rort. ; ye 

“As bearing upon the low fare experiment, it 1s shown 
that, even with the high operating and maintenance cost 
for the first nine months in 1912, there was left $305,044, 
or 5.35 cents per car mile, available for payment of taxes 


‘and interest upon the investment. 


“Tn Cleveland the railway company’s capital charges, in- 


- cluding taxes, interest on bonds and floating debt and divi- 


dends upon its capital stock, amount to less than 6% cents 
per car mile, and this includes taxes and interest on the 
power plant, which, under the conditions in Toledo, of pur- 
chasing power from the light department, should not be 
included as a charge against the net earnings of the railway 
department. 

“Nowhere in this report has there been taken into ac- 
count any charges either for taxes or for interest upon 
the company’s bonded or floating debt or for interest upon 


* the invested capital. 


“The taxes paid by the company are shown upon its books 
as a charge against the combined net earnings of its four 
departments (viz., railway, light, heat and gas), and we did 
not attempt to separate or allocate the taxes chargeable to 
the railway department as distinguished from the other 
departments of the company. 

“The company’s capitalization, both of capital stock and 
of bonds and floating indebtedness, is shown upon its books 
against the enterprise as a whole and, even if the capital 
represented by the railway department could be separated 
from the aggregate capitalization, any attempt to separate 
the interest charges against the railway department of the 
company’s business, in the absence of an actual appraisal 
of the property used by the railway department, would be 
of no value for the purpose of this investigation. 

“It is for this reason that our report cuts off at the 
figure of ‘net earnings’ and does not take into account any 
charges either for taxes or interest and, in any consideration 
of the figures herein, taxes and interest will have to be 
estimated in order to determine the sufficiency of the net 
earnings shown herein to pay all taxes and interest upon 
the investment in the railway property.” 


Conference in Cincinnati on Indeterminate Grant 
Proposition 


At a conference in the office of Mayor Hunt of Cincin- 
nati, Ohio, on Jan. 30 W. Kesley Schoepf, president of the 
Cincinnati Traction Company, agreed to submit to the 
stockholders of the company a proposition to relinquish the 
fifty-year franchise in exchange for an indeterminate grant 
with all of the vested rights of the company guaranteed 
and protected. Under the agreement, any new contract 
that might be made will become operative only after it has 
been approved by a vote of the electors. 

The company, under this proposition, is to take over and 
operate the proposed municipally owned terminal loop, 
continue to pay the city 6 per cent on its gross receipts and 
in addition divide with the city any surplus after dividends 
at a fair rate have been paid the stockholders. It is pro- 
posed that the operation of the property shall be supervised 
by a commission and that this commission shall determine 
when it is possible to reduce the rate of fare and also what 
improvements shall be made. Instead of asking the com- 
pany to pay half its final surplus into the city treasury 
this commission may order a reduction in fare to correspond 
with the amount of surplus or may request the company to 
make extensions into territory which does not promise im- 
mediate returns. Mayor Hunt argues that good service is 
more important to the city than an income from the opera- 
tion of the street railway. The officials of the company 
have furnished the city officers with a.statement covering 
receipts and expenditures in accordance with a request 
made by Mayor Hunt at a former conference. 

Through the influence of Mayor Hunt an effort is being 
made to induce the. Legislature to enact laws that will en- 
able Cincinnati to issue bonds for the construction of a 
terminal loop. Until the Legislature acts on this proposi- 
tion, little can be done in the way of negotiations, as the 
city desires the company to consider the operation of a loop 
terminal in connection with other matters. 

City Solicitor Bettman of Cincinnati is preparing a bill 
for the consideration of the Legislature which will operate 
to revoke the franchises of all public service companies in 
the State and invest them with indeterminate grants in- 


stead. 
Councilman Peck, chairman of the utilities committee, 
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has reported to the City Council that it would be very 
detrimental to the city to enact the Bigelow bill into a law. 
The stockholders of the Cincinnati Traction Company 
have property rights which must be respected. It would bea 
travesty on the home rule idea for the Legislature to enact 
a law that would take the authority to deal with public 
service companies out of the hands of the cities. Repre- 
sentative Bigelow stated in Columbus, following this re- 
port, that he is willing to have the bill amended to protect 
the investment in street railway property, but that the fran- 
chise should be revoked. 

President Draper of the Cincinnati Chamber of Com- 
merce has appointed a committee on interurban terminals 
consisting of George F. Dieterle, J. J. Heekin, J. Stacy Hill, 
Stewart Chillito, A. K. Nippert, W. A. Schell, Monte Goble, 
E. P. Marshall and A. P. Strietmann. 


Question of Line on Euclid Avenue, Cleveland 


J. J. Stanley, president of the Cleveland (Ohio) Railway, 
has replied to the suggestion of Street Railway Commis- 
sioner Witt that express service for East Cleveland be 
established on Superior Avenue and that two extra tracks 
be laid for that purpose, with a fare of 5 cents. Mr. Stanley 
declares that no express service will be furnished the suburb 
until it surrenders its franchise on Euclid Avenue which 
calls for the same fare as in the city. It is hardly probable 
that the village will do this, as the value of the express 
service under present circumstances would be rather un- 
certain. 

Mr. Stanley stated recently that, as soon as it can be done 
legally, the company will lay track on Euclid Avenue be- 
tween East Twenty-second Street and East Fifty-fifth 
Street. Business has recently invaded a portion of this 
section of the exclusive street and it is probable that the 
opposition to the line would not be so strong as it was some 
time ago when a similar proposal was made. 

Regarding the earnings at the low rate of fare Mr. Stanley 
in his annual report says: 

“The rate of fare throughout the year was 3 cents within 
the city limits. .In r1or1z the rate was 3 cents in the last 
seven months of the year and 3 cents plus 1 cent for trans- 
fers in the first five months. The average fare in 1911, in- 
cluding suburban fares, was 3.247 cents—in I912, 3.18 cents.” 

A condensed earnings statement for 1912 follows: 


GLOSS PING OMIEs & Sysieraa never CoM trond a stalnate Tote ate oy Octane eae $6,679,772 
Expenses of maintenance and operation.......... $4,935,574 
axes: Qi. Mean clecmntiarovaletste ot Steals late ver: trorsteretals 366,591 
Unterestoudajne eteremcerentanh eae chaise emoiee + eee te 1,416,542 

6,718,707 

DCH C LE Sears ataneuand eevenets ny seeks etemesenmhal oc ercteeetetas wieitet seater omer tect eke $38,935 


Bill Reported to Require Electrification at Boston Within 
Four Years 


A bill reported to the Legislature by the Massachusetts 
legislative committee on railroads provides as follows: 

“Section 1. Each railroad company operating a railroad 
by steam within or about Boston shall change said motive 
power to electricity on all its lines within a radius of ta 
miles of its Boston terminal. After the time limit specified 
in Section 3 for completion of the work no steam loco- 
motives shall be used on any such lines, within said limit, 
except as hereinafter otherwise provided for. 

“Section 2. Each railroad company operating within Bos- 
ton shall on or before Oct. 1, 1913, submit to the Railroad 
Commission for approval comprehensive and substantially 
complete working plans and specifications of such construc- 
tion as shall be necessary for carrying out Section 1. The 
Railroad Commission shall approve said plans as presented 
or with such alterations as it shall require. 

“Section 3. Electrification, as called for by the Railroad 
Commission, shall be commenced within three months after 
said approval and shall be prosecuted to the satisfaction of 
the Railroad Commission and completed within three years 
after said approval. 

“Section 4. If at any time the Railroad Commission shall 
consider that any of the railroads are not prosecuting the 
work in a satisfactory manner, the commission may apply to 
the court for a mandamus to require such action as it deems 
necessary to that end or take such other action in law or 
equity as will secure compliance. 
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“Section 5. Any of the above-mentioned railroad com- 
panies which shall fail to comply with any requirement of 
this act shall pay into the treasury of the Commonwealth 
$10 per day for each and every locomotive operated within 
the district specified during the period of such failure to 
comply, unless the railroad commission shall certify that 
such failure is necessary.” 


Boston & Eastern Railroad Charter Granted 


The Boston & Eastern Electric Railroad has been granted 
a charter by the Secretary of State, following advices trans- 
mitted by the Massachusetts Railroad Commission, to the 
effect that the company has complied with all the provisions 
of Chapter 516, Acts of 1906, relating to the formation and 
establishment of electric railroads. The granting of the 
charter ends proceedings extending over the past six years 
for permission to build a high-speed electric railroad 17 
miles long between Post Office Square, Boston, and Bev- 
erly, Mass., including a tunnel under Boston Harbor and a 
private right-of-way from terminal to terminal. As finally 
‘determined the railroad is to be located in the cities of 
Beverly, Salem, Lynn, Chelsea and Boston and in the towns 
of Danvers, Peabody, Saugus and Revere. The line is to be 
double-tracked throughout, of standard gage, and will in- 
clude a branch 3.5 miles long between the main line at 
Peabody or Salem and the town of Danvers. 

The following final estimate of the cost of construction 
has been filed, excluding the cost of equipment, interest 
during construction and discount: 


Boston & Eastern Estimate, 1913 


Grading: 
of High Rock, Lynn, 


Earth excavation east 


620,000 cu. yd., at 60 cents................ $372,000 
Earth excavation west of High Rock, Tyne, 
5735000) Cle VE Go ab ple aa yet) <idalelernelaaeiere 716,250 
Rock SrConaCy: 2.46, 000 cu, yd., at $1.90 467,400 
Rock tunnels, 85,372 cu. yd., at $5........... 426,860 
Changing pipes and sewers, excluding Boston.. 130,000 
Rip-Tap, eA O;AQO pS eyes, ated Lovele.ese)s cxesevals!aiatersiers 16,700 
Retaining walls, portals, etc.: 
Plain concrete, 18,551 cu. yd., at $9........ 166,959 
Reinforced concrete, 53,600 cu. yd., at $12.. 643,200 
Waterproofing, ventilating and finishing Lynn 
STD WEY? ltateivia nts tetas retoted eieltete let cteraievaraters aisol amar takars 83,000 
$3,022,369 
Bridges (about 100): 
Plain concrete, 36,158 cu. yd., at $9.........4. $325,422 
Reinforced concrete, 37,542 cu. nae at $20.. 750,840 
Steel, 7546 omen vata SS5\-j cre toin ole cisisalavateite tetels »410 
Wood trestle, 4,804 linear ft., at $30.......... 144,120 
Castiron pipe, 52 toms, at $425 20% fa)e a'c:- ee leree 2,080 
Grading sands paving'> Btreetsiciste vee selecieelee cine 88,610 
— 1,918,482 
Pies; 2, LAGOON) ab Sk, ects ats xt ovwtancteie, uber -darufa: neat what ay atetetate ree oat wraens 126,000 
Rail '(S0:Iby),"'7,038e tonsyrat Ses . scureeyentalaraatarer. $325,216 
Wood guard, 267,700 ft., at 6 cents............. 16,0 
241,278 
Track fastenings: 
Toints, 593 tons, at ae2 starore axoteld ahararcievale ctovehatane $18,976 
Spikesis 5h Viton: ate terra ntaw ere pointes tities ane 8,305 
Bonds, 40.76 miles, ate OU arararn cre aclees eater 20,380 
— 47,661 
Special work: 
Ballast. vstone,, ul 2159 Simei, vdeo, Sophie cr ase uaieenelslaralehs 168,892 
Track) layinows21 50001 ft at OM Cents ch) feisiale(elele) silerele tells 43,000 
Pencings 1365,460i ft, at, 30) Cents). ccc dusted eine me sien i 40,638 
Passenger stations (about 20 outside of tunnel).... : 153,500 
Gontingencies,) 5) sper \Cemts’ wwineleinciis sce s tei alae sienevejasvie cher 289,091 
Cost of roadway, excluding tunnel...........seeeeeee $6,070,911 
Harbor tunnel and terminal, including engineering but not 
real estate or interest 3,893,785 
Legal expense 0... .0ssanas 5,000 
Engineering ..... 250.000 
Generali iexpernse a ste laiviasieracetaleiem om aie nivtclelaslcimeroveesvo) sv alslernicln 210,000 
Real estate, argon that for tunnel and terminal......... 2,175,000 
Total setersiers ti araren yale: obs ta iee cues estes pcttteo arate tar diate ohey teotelcte $12,974,696 


Kansas City Franchise Negotiations Postponed 


As neither the representatives of Kansas City nor the offi- 
cers of the Metropolitan Street Railway were prepared to 
resume the franchise negotiations on Jan. 27, 1913, the date 
agreed upon some time ago by the interests involved, con- 
sideration of the matter has been postponed. Ford Harvey, 
one of the receivers of the company, said recently: 

“We do not wish to resume negotiations just now because 
the report of our physical valuation is not yet printed. The 
work has been finished for some time, but the report com- 
prises several hundred pages and we wish to have it in a 
presentable form. I do not think we shall be ready until 
about Feb. 15.” 

According to the Kansas City Times, the city is in about 
the same condition as the company in regard to the valu- 
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ation reports. While the valuation for the city under the 
direction of L. R. Ash, city engineer, has been finished for 
some time, the real estate appraisers are not yet ready with 
_ their part of the report, and Edward P. Moxey, the expert 
~ accountant employed by the city to inquire into the finances 
of the company, is still at work. 


Changes in the Personnel and Scheme of Organization of 
the Hudson & Manhattan Railroad 


The Hudson & Manhattan Railroad, New York, N. Y., 
has announced the following changes in its personnel and 
scheme of organization, effective on Feb. 4, 1913, following 
the resignation of O. T. Boyd as assistant general man- 
ager and E. T. Munger as general superintendent: 
T. P. Artaud has been appointed assistant general man- 
ager and will report to the vice-president and general 
manager. Darrow Sage has been appointed superintendent 
of power in charge of power house, substations and cables 
to their point of entrance into the tunnel and will report 
to the assistant general manager. P. V. See, superinten- 
dent of car equipment, will hereafter report to the assis- 
tant general manager. T. B. Whitney has been appointed 
engineer of way and structures and will report to the vice- 
president and general manager. C. S. Klumpp has been 
appointed superintendent of way and structures in charge 
of all maintenance, including signals and cables, also of 
the Hoboken shop and the building No. 137 Christopher 
Street, exclusive of substation, and will report to the en- 
gineer of way and structures. L. Muller has been ap- 
pointed assistant superintendent of way and structures and 
will report to the superintendent. J. F. O’Rourke, super- 
intendent of transportation, will report direct to the vice- 
president and general manager. 
a In the absence of the vice-president and general man- 

ager all departments are to report to the assistant general 
manager. The position of general superintendent has been 
abolished. The changes which are announced have been 
made with a view to more centralized management. 


Detroit United Railway Willing to Sell to City 


On Jan. 28, 1913, Corporation Counsel Lawson, of De- 
troit, Mich., announced at a meeting to discuss the con- 
struction of a cross-town line that he had prepared a pro- 
posal to the Detroit United Railway which will give it a 
day-to-day right to operate over all the streets on which its 
franchises have expired. He said that this agreement would 
pave the way for the purchase of the road when the city 
secures the right to own and operate it. The ordinance 
was introduced in the Common Council on the evening of 
Jan. 28. 

The agreement carries with it the right of the city to pur- 
chase the property, including real estate necessary to its 
operation. If the city and company can not agree upon 
the purchase price, the matter is to be referred to the 
Wayne County Circuit Court. Under the proposed grant 
interurban passenger and mercantile express cars of inter- 
urban lines owned by the Detroit United Railway would be 
permitted to enter and leave the city from a convenient 
downtown terminal, the compensation to be fixed by 
the Wayne County Circuit Court if the city and the com- 
pany could not agree upon terms. Pending the acquisition 
of the property by the city, the fare on interurban cars 
would be 5 cents, but transfers would have to be issued to 
and accepted from local lines. The fare on the city lines 
would be 5 cents or six for 25 cents, with special tickets 
good between 6.15 a. m. and 7.30 p. m., at the rate of 
eight for 25 cents. Transfers would have to be issued good 
over any line other than the one on which the fare was paid. 

Mr. Lawson in explaining the ordinance said: : 

“The ordinance which I presented is simply my idea of 
the ultimatum that should be presented to the Detroit 
United Railway now that the company has been declared a 
trespasser in Fort Street. The city’s message to the com- 
pany now should be: accept this or get out of Fort Street. 

At a conference in the office of the Mayor on Jan. 20, 1913, 
F. W. Brooks, general manager of the company, 1s reported 
to have stated the attitude of the company as follows: 

“The Detroit United Railway has long recognized the 
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need for more city lines. We know to-day that the city 
needs not less than 70 miles of new track to handle traffic 
properly. The company has been willing to build these ex- 
tensions on a basis that is fair between man and man. We 
know the need of a west side line. It is not fair to ask the 
company to ask people to invest their money on a basis that 
will not promise an adequate return on the investment or 
even protection from loss of the money invested. 

“While we have not been permitted to build extensions 
we have greatly increased our facilities. We have added 
new cars, new power houses and new carhouses in spite 
of the failure of the Council to pass a single ordinance to 
help us. 

“You speak of municipal ownership. We are perfectly 
willing for the city of Detroit to take over the property. 
You can take the property any time you are ready to pay 
for it. We will sell at any time the city is ready to buy, 
but [ would not recommend to my company building ex- 
tensions on the basis of the existing 3-cent franchise.” 


Injunction Secured to Prevent Execution of New York 
Rapid Transit Operating Contracts 


The situation in New York in regard to the signing of the 
contracts for the operation of the dual subway system was 
complicated on Feb. 4 by an injunction granted by Justice 
Hendricks against the execution and delivery of the con- 
tracts. This injunction was secured by a taxpayer for 
whom Clarence Shearn, who represents W. R. Hearst, acted 
as counsel. Argument on the motion of the Public Service 
Commission of the First District and the railroads to vacate 
the restraining order was heard before Justice Davis on Feb. 
6, and at the conclusion of the argument the court suggested 
that as the case was certain to be carried higher the lawyers 
on both sides should try to arrange with the Appellate Divi- 
sion to hear the case immediately. Counsel representing the 
interests involved acted on the court’s advice and Presiding 
Justice Ingraham of the Appellate Division set the hearing 
on appeal for Friday afternoon, Feb. 7, at 2 p. m. 

Previous to the application being filed with the court for 
an injunction, Governor Sulzer nominated Justice Edward 
E. McCall of the Supreme Court of New York to succeed 
William R. Willcox as chairman of the Commission for the 
First District and the Senate immediately confirmed the 
nomination. Mr. McCall said at first that he would take 
office on Friday, Feb. 7, but is reported subsequently to have 
decided that he would not qualify for the office as long as 
the injunction to prevent the execution and delivery of the 
operating contracts remained unvacated. He is reported to 
have said that he understood that Mr. Willcox had several 
matters of commission work not connected with the con- 
tracts to clear up and that there was no advantage in his 
going over this work again. 

The feature of the proposed contract to which perhaps the 
greatest objection has been raised is the plan to authorize 
the Interborough Rapid Transit Company to arrange with 
J. P. Morgan & Company as syndicate managers for floating 
an issue of $170,000,000 of bonds to be sold to Morgan & 
Company at 93%. In this connection Morgan & Company 
sent a letter to Mr. Willcox recently relative Lo the matter of 
the bonds. They say that so far as they can recall the issue 
of $170,000,000 of bonds which it is proposed to make is the 
largest single corporate transaction ever undertaken. The 
money must be authorized from year to year in amounts 
specified, the immediate commitment being final and defi- 
nite, irrespective of conditions, financially or otherwise, 
which might obtain during the life of the contract. Unless 
the likelihood of a reasonable and substantial profit was held 
out no group of capitalists could have been found to un- 
dertake a contract of this size and importance. Accordingly 
Morgan & Company notified the Interborough Rapid Tran- 
sit Company that they and their immediate associates would 
buy the issue at 93%, this being a basis to net them 53% 
per cent per annum, and that they would plan to form a syn- 
dicate to take the bonds at 96, reserving to themselves and 
immediate associates a compensation of 21% per cent in re- 
turn for. their original undertaking to purchase the bonds, 
for their work in forming and managing the syndicate and 
for the general service rendered in a transaction of such 
magnitude and complexity. 
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_New Minnesota Line Placed in Operation—The Mesaba 
Electric Railway has been completed and placed in opera- 
tion between Hibbing and Gilbert, Minn. 


Municipal Ownership Ordinance Introduced in Hamilton. 
—An ordinance has been introduced in the Council of Ham- 
ilton, Ont., providing that the city purchase the property 
of the Hamilton Street Railway and operate the lines with 
municipal power. 

Preparing Emergency Fund to Meet St. Louis Mill-Tax 
Case.—According to the St. Louis Times the United Rail- 
ways, in order to be prepared for any emergency such as 
the deciding against it of the mill-per-passenger suit, has 
bought $1,200,000 of government 2 per cent bonds. The 
mill-tax suit, which is pending in the courts, was instituted 
by the city to collect the tax provided in an ordinance which 
stipulates that the company shall pay the city 1 mill for 
each passenger carried. 

Decision in Ohio Tax Case.—In the case of the State 
against the Cleveland & Pittsburgh Railway, Common Pleas 
Judge Lawrence of Cleveland rendered a decision on Feb. 1 
to the effect-that the Willis tax must be paid on underlying 
corporations. The defense contended that the operating 
companies pay an excise tax upon their gross receipts and 
that the underlying companies should not be taxed again on 
the part that is paid to them. This payment was made 
under the old code. The law was amended in 1911 and 
since then some of the companies have been paying the 
taxes. 

Extension of Signal System on Indianapolis & Cincinnati 
Traction Company’s System.—The Indianapolis & Cincin- 
nati Traction Company, Indianapolis, Ind., has completed 
and put in operation the Simmen signal system on the re- 
maining 22-mile section of its Greensburg division. This 
makes a total of 40 miles protected in this manner. The 
work just completed included, in addition to the cab signals, 
open switch protection and safeguards for east and west 
bound train movements. Work will be started at once on 
the Connersville division which will add 55 miles more of 
Simmen signal protection to this road. 


Municipal Line at Edmonton Unprofitable-—The munici- 
pal street railway at Edmonton, Alta., was operated at a 
loss of $26,495 during 1912. and W. T. Woodroofe, superin- 
tendent, has made a number of suggestions in regard to 
changes in operation to increase the revenue during the 
coming year. Tentative proposals have been made by him 
to charge a uniform rate of 5 cents, with transfer privileges, 
do away with the present yellow labor tickets, do away with 
the dollar blue book of tickets, do away with the transfer 
privileges, do away with the red and blue tickets and estab- 
lish the price of children’s tickets at ten for 25 cents. 


Decision in Cincinnati Extension Case—The Ohio 
Court of Appeals has handed down a decision which tem- 
porarily disposes of plans of the Cincinnati (Ohio) Trac- 
tion Company for an extension of its lines to the Bond Hill 
residential section of that city. In the case of D. L. Car- 
penter and other residents of Reading Road against the 
city of Cincinnati seeking to restrain the municipality from 
calling the old Paddack Road an extension of the Reading 
Road and from permitting Reading Road residents to out- 
vote them (the plaintiffs) in granting the right-of-way for 
the railway extension to Bond Hill, the Supreme Court 
upheld the petition of -Mr. Carpenter and his co-plaintiffs. 


Plan for Blanket Franchise in Shreveport.—The Retail 
Merchants’ Association and the State Fair Association have 
indorsed a proposition for the City Council of Shreveport. 
La., to submit to the people, at a special election, an ordi- 
nance providing for several grants to the Shreveport Trac- 
tion Company in exchange for a system of universal trans- 
fers and other considerations. The main grant to be made 
the company, if the proposition carries, is a franchise ex- 
tension so that all the company’s franchises will expire at 
the same time, about forty years hence. A similar proposi- 
tion was defeated by the people about two years ago, but 
since then the company has added several lines, and trans- 
fers are more in demand. 

Car Trust Certificates Advocated in Philadelphia.—Legal 
authority by consent of the city for the Philadelphia (Pa.) 
Rapid Transit Company to create a car trust, whereby addi- 
tional equipment can be secured without increased bonded 
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indebtedness, has been recommended by E. T. Stotesbiiry. 
in a letter to Councils. The total issue is not to exceed 
$4,200,000. Consent is also asked to be given to the company 
to provide for additional equipment by further issues of car 
trust certificates and to guarantee the payment of the cer- 
tificates. The issues are not to exceed 80 per cent of the 
equipment. In a letter to the Mayor T. E. Mitten said that 
the near-side car had been so successful that it would be 
wise to obtain enough of the cars to equip all the principal 
lines. Mr. Stotesbury said that the company desired to fur- 
nish the equipment, but that it could not do so out of the 
proceeds of the $10,000,000 loan recently authorized without 
cutting into other expenditures equally important in the 
development of the system. 

Changes in New York Commission.—On Feb. 3, 10913, 
Governor Sulzer of New York nominated Justice Edward 
E. McCall of the Supreme Court of New York to succeed 
William R. Willcox as chairman of the Public Service 
Commission of the First District of New York and Devoe 
P. Hodson, former city judge of Buffalo, to succeed John 
B. Olmsted as a member of the Commission of the Second 
Two vacancies in the Commission for the Second 
District remain to be filled. The term of office of Chairman 
Frank W. Stevens expired on Jan. 31 and the term of office 
of Curtis N. Douglas came to an end automatically on Jan. 
20 owing to the fact that Governor Dix appointed Mr. 
Douglas to succeed Winfield A. Huppuch during the recess 
and the Senate failed to confirm him during the first twenty 
days of the ‘session. The term of office of Commissioner 
Olmsted expired last year, but Governor Dix permitted him 
to continue in office after the Senate had failed to confirm 
the nomination of Herbert P. Bissell as-successor to Mr. 
Olmsted. The Senate has confirmed both nominations. 


Decision in New York City Bond Limit Case—The Ap- 
pellate Division of the Supreme Court in the First District 
of New York has exempted about $70,000,000 of self-sus- 
taining dock bonds from the city’s computable debt, so that 
the debt limit is enlarged by that amount and the city, 
instead. of being able to borrow but $85,000,000, may now 
borrow about $155,000,000. The decision was given under 
the constitutional amendment of Jan. 1, 1910. This amend- 
ment provided for the exemption from the computation of 
mttnicipal indebtedness of all dock or transit bonds issued 
by the city for improvements from which a revenue was 
derived sufficient to pay interest on the bonds and to meet 
amortization charges. The courts were left the sole judge 
as to whether any bond issue for which exemption was 
claimed by the city met the requirements of the constitu- 
tional law. The Appellate Division, with but a single dis- 
senting vote, has declared that the city’s dock system is a 
profitable investment, and that bonds issued for its improve- 
ment are no longer to be chargeable against the debt limit. 
The decision will allow the city to carry out its obligations 
in connection with the financing of the new rapid transit 
lines. 

Additional Rapid Transit Construction Contracts Opened. 
—During the week ended Feb. 1, 1913, the Public Service 
Commission for the First District of New York opened bids 
for the construction of Section No. 2 of the Astoria, Wood- 
side and Corona rapid transit railroad in Queens Borough. 
Section No. 2 embraces the greater part of the proposed ele- 
vated railroad from the Queens: end of the Queensboro 
Bridge to Astoria. The line runs through Second or Debe- 
voise Avenue for the whole distance, and Section No. 2 lies 
between Beebe Avenue on the south and Ditmars Avenue 
on the north. The line will be about 2 miles long and 
contain about’7% miles of single track. It will take about 
eighteen months to build, and when completed will be owned 
by the city of New York and operated jointly by the Inter- 
borough Rapid Trans‘t Company and the Brooklyn Rapid 
Transit Company under the dual system contracts. The 
commission received bids from twelve contractors, ranging 
in amounts from $860,000 to more than $1,200,000. The 
lowest bidders were Cooper & Evans, New York City. The 
commission has not yet awarded the contract. Bids for the 
construction of Section No. 3 of the same route, comprising 
the greater part of the line from the Queensboro Bridge to 
Corona, were opened on Feb. 7. : 


How Legislation in Massachusetts Has Stifled Develop- 
ment.—At the recent midyear meeting of the American 
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Electric Railway Association in New York Bentley W. 
Warren, general counsel of the Bay State Street Railway, 
explained how the Massachusetts anti-stock watering laws 
have hampered the investment of capital and have interfered 
with the development of transportation facilities in that 
State. That Mr. Warren described accurately the baneful 


effects of the Massachusetts legislation in regard to the 


issuance of new securities is attested in the statements made 
by Mayor John T. Fitzgerald of Boston in an interview 
which was published in the editorial section of the New 
York Sunday World of Feb. 2, 1913. Referring to the 
investment of Massachusetts capital elsewhere than in that 
State Mayor Fitzgerald said in part: “Take Stone & 
Webster. In the last fifteen years they have taken more 
than $179,000,000 of Boston money and invested it in the 
West. They have floated all their securities in Boston, and 
not a cent of all that Boston money has gone to improve 
the city, to build up her commerce, add to her industry or 
give employment, except to their office force, to a single 
one of her workers. There are a dozen other firms that 
have done the same thing, but not on such a scale. From 
1901 to 1911 there were 42,000 miles of railroad main track 
extension built in the United States. The great State of 
Massachusetts increased her railroad mileage at the rate 
of just 653 yards a year, building the grand total of 3.71 
miles in the ten years.” 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


ILLINOIS 


A bill has been introduced in the Senate which provides 
for the regulation of public utilities by two commissions, 
one having supervision over Chicago and the other over the 
rest of the State. It is proposed that each commission shall 
be composed of five members, those for Chicago to be ap- 
pointed by the Mayor and those for the rest of the State 
by the Governor. The commissions are to have jurisdiction 
in their respective districts over all public utilities, steam, 
surface and other railroads (elevated or underground), ex- 
press, sleeping car, freight line companies, gas, electric, tele- 
phone and telegraph companies. Each commissioner will 
receive an annual salary of $10,000 and each commission 
will have a counsel at a salary of $10,000 and a secretary at 
a salary of $6,000. The bill, if acted upon favorably, will 
abolish the Railroad and Warehouse Commission. 


INDIANA 


The railroad trespass law providing that a fine be im- 
posed on anyone convicted of trespassing on railroad tracks 
or crossings has been defeated by a vote of forty to four. 
A bill exempting cities and towns from the provision which 
requires crossing signs has been passed. A bill has been 
introduced in the Senate to prevent overloading of inter- 
urban, street and steam cars. The House bill providing that 
a motorman on an interurban car shall not perform any 
duties other than those which have to do with operation has 
been defeated. A House bill provides for the elimination 
from the railroad commission act of the provision which 
permits railroads to refuse to haul freight if revenue from 
freight is not in excess of 33 I-3 per cent of gross revenue. 
This bill, which has passed to third reading, will very likely 
be enacted. It will bring the freight service of the inter- 
urban roads under the jurisdiction of the Railroad Com- 
mission. A bill has been passed by the Senate which pro- 
vides for the separation of railroad grade crossings under 
direction of the Indiana Railroad Commission. 
PENNSYLVANIA 


At a lengthy conference between members of the legis- 
lative committee of the democratic state committee and the 
joint committee of democratic members of the Senate and 
House in Harrisburg a few days ago, it was decided to pre- 
sent a third public utilities commission bill to the General 
Assembly, as representing the views of the democratic 
party better than the Tener-Bell bill and the republican 
state convention bill. The democratic measure was drafted 
by Roland S. Morris, Philadelphia, and differs in many 
respects from the other two measures that are now in com- 
mittee of the House. It is much shorter and preserves the 
home rule of the municipalities of the State. It is claimed 
for it that it vests the commission with more discretionary 
_ powers, making unnecessary the enumeration of details of 
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procedure. The principal feature of the bill lies in the cen- 
tralization of the: commission’s responsibility, making the 
body responsible only to the Governor. It further leaves 
to the discretion of the commission the employment of 
counsel and other employees, and permits the commission 
to pay such salaries as may be deemed advisable, but fixes 
a maximum of $150,000 per annum for the payment of all 
expenses of the department. The other bills fix the num- 
ber of employees. The democratic bill gives the commis- 
sion absolute control and supervision over the securities, the 
issuing of stocks, bonds and notes. 

The Tener-Bell administration measure is termed the 
“Public Service Company Law.” The bill provides for a 
commission of five members instead of three, as the present 
State Railroad Commission is constituted, which shall be 
known as the “Public Service Commission of the Com- 
monwealth of Pennsylvania.” The commissioners are to 
be appointed by the Governor, with the approval of the 
Senate, one commissioner to be learned in the law, an- 
other in economics, a third in the business of common 
carrier. The original commissioners are to be appointed 
for terms of from one to five years. Their successors can 
each be appointed for five-year terms. The designation of 
the chairman of the commission is vested with the Govy- 
ernor. The chairman is to receive an annual salary of 
$10,500, and the other members $10,000 each. Other officers 
provided for in the bill are: Secretary at $5,000 annually; 
counsel and assistant counsel, to be named by the Attorney- 
General, at $7,500 and $5,000 respectively; marshal, $2,000; 
investigator of accidents, $4,000; other employees to be ap- 
pointed by the commission, subject to the approval in writ- 
ing of the Governor. The commission must meet at least 
twice monthly, and is empowered to enforce its decrees 
either by civil or criminal proceedings in the name of the 
Commonwealth against the offending corporation. Broad 
powers are vested with the commission in this bill, not 
only relating to the incorporation, construction and opera- 
tion of steam and electric railways, telephone and telegraph 
companies, and all public service corporations, but also giv- 
ing it authority to require all public service companies to 
account to the commission for the disposition and applica- 
tion of the proceeds of all sales of stocks, bonds, notes and 
other evidences of indebtedness, which shall be issued in 
such form and detail as the commission may deem advis- 
able. The bill clothes the Dauphin County Court with ex- 
clusivé jurisdiction throughout the State to hear and de- 
termine all actions brought by the commission. The com- 
mission is further clothed with authority to enforce the act 
of June 19, 1911, compelling railroads properly to man their 
trains, better known as the “Full Crew Bill.” The act is 
to go into effect Jan. 1, 1914, but the commission is to have 
authority to organize and select its employees on or before 
Oct. 1, 1913. The bill repeals the act of May 31, 1907, cre- 
ating the present State Railroad Commission. 

Other bills now in committee affecting electric railways 
are the following: Prohibiting common drinking cups in 
cars under penalty of a $50 fine for each offense; a new 
third-class city bill under which an annual license fee of 
$100 per car may be collected from electric railways; regu- 
lating reports for purpose of taxation from railway com- 
panies; providing that on all paved highways in cities the 
car wheel tread of rails hereafter laid shall be of equal 
height, and the flange groove between said treads shall not 
be more than 1% in. in width; outer angles of each rail to 
be rectangles, and all paving on either side to be even with 
the tread, under penalty of a fine of not more than $500 
for each offense, each day’s continuance of the practice to 
constitute a separate offense. This latter act is to go into 


effect Jan. I, 1914. 


PROGRAM OF ASSOCIATION MEETING 


Keystone Railway Club 


The executive committee of the Keystone Railway Club 
is to call a meeting at an early date for the purpose of ar- 
ranging the details of the next meeting of the club, which 
is to be held during March at the Hotel Walton, Phila- 
delphia. Arrangements have been made to have the pro- 
ceedings of the last meeting and the papers presented at 
that meeting printed and distributed among. the members. 
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Financial and Corporate 


Stock and Money Markets 
February 5, 1913. 

The volume of transactions on the New York Stock Ex- 
change to-day was small. Most of the active industrials 
and the railroad issues sustained some amount of loss. The 
prospects of further delay in executing the rapid transit 
contracts because of the granting of an injunction caused a 
decline of 1% in the Interborough-Metropolitan preferred 
and of 34 in the common stock of the company. Rates in 
the money market to-day were: Call, 234@3 per cent, with 
the last loan at 27% per cent; sixty days, 334@4 per cent; 
ninety days, 4@4™% per cent. 

In the Philadelphia market the trading was narrow but 
the tone was steady to-day. 

In the Chicago market the trading in stocks to-day was 
dull, and changes were confined within a narrow range. The 
demand for bonds was good. 

While the volume of transactions in Boston was not large, 
most of the issues were represented in the trading. Rail- 
road stocks were in good demand. 

The Baltimore market was active and firm to-day. The 
bulk of the transactions in the bond market was in the rail- 
way issues. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Jan. 29 Feb. 5 
American Brake Shoe & Foundry (common).......... 935% 94Y; 
American Brake Shoe & Foundry (preferred)........ 133% 3434 
American Cities Company (common).......-....-e+. 47% 473 
American Cities Company (preferred)..............- a77 7638 
American Light & Traction Gosapany, (common)...... *405 405 
American Light & Traction Company (preferred).... 108 108 
American. Railways’ Gompany..: tick cocescie ss oe ees 40% 3934 
Aurora, Elgin & Chicago Railroad (common)......... 4 424 
Aurora, Eigin & Chicago Railroad (preferred)....... 8634 8634 
Boston’ Blevated=Ratlwayiccistatclersimtsi sos veleteiaistots lebstonte 11334 111% 
Boston Suburban Electric Companies (common)...... 7% 7% 
Boston Suburban Electric Companies (preferred).... 65 65 
Boston & Worcester Electric Companies (common)... 7 7 
Boston & Worcester Electric Companies (preferred).. 40 40 
Brooklyn Rapid “Transit Compatiys. 5 (2 iy cus isis nein ae 91 90% 
Capital Traction Company, Washington.............. 121 123 
Chicago) "City ‘Railwaysaejia-. tim a pietes snes etetvle clealeate 150 150 
Chicago Elevated Railways (common).......+..se00. 35 35 
Chicago Elevated Railways (preferred)............+. 91 91 
Chicago: Railways; piepty., ‘eth. Lj oesiet ve een a wre miata 96 90 
‘Chicago Railways; ptcptor.) chin aisles aceite miersreleioiele slatnre 24 25 
Chicago: Railways, pteptg.; ctf: Site. cae wecuuee sp etueen 7% : 7% 
Chicago “Railways, ‘pteptes (chi. 45 <i ae ates ects oa eee 3 3 
Cincinnati /Street Railway. ia. smtsioveye a slesje em eiaien thetations 118% 117% 
Cleveland Southwestern & Columbus Ry. (common)... *5% *51% 
Cleveland Southwestern & Columbus Ry. (preferred).. *33 *33 
Cleveland Rarlwayiges sein einerende ta ates pievasoie/takeee earareetee 105 10434 
Columbus Railway & Light Company....o5, 6.cchceunle 59 19 
Columbus: Railway.) (common i. c/shie wi ciejere.« vival «i lerel eye *8134 68% 
Columbus Railway. (preferred). 5 sevnc is a/ticls sine ciate ciel 84% 88% 
Denver & Northwestern Railway..........+sseeceere 118 *118 
Detroit” TWnited Railways. ise coletete ctlaunams aceretlane 80 75 
General’ Electric Company: cfic0 <a sunieescclewaldasienne 142% 142 
Georgia Railway & Electric Company (common)...... 125 126% 
Georgia Railway & Electric Company (preferred)..... 83 82% 
Interborough Metropolitan Company (common)...... 19 18% 
Interborough Metropolitan Company (preferred)..... 6334 62% 
International Traction Company (common)........... *38 wets) 
International Traction Company (preferred).......... *99 *99 
Kansas City Railway & Light Company (common).... 18% *1834 
Kansas City Railway & Light Company (preferred)... *40 *40 : 
Lake Shore Electric Railway (common)............. *9 9 
Lake Shore Electric Railway (1st preferred)......... *9O1 91 
Lake Shore Electric Railway (2nd preferred)........ 25% 25% 
Manhattan “Railway. cistewve-o0 «ioe ms niaterrw stem amaeteieieredeie 131% 32 
Massachusetts Electric Companies (common)......... 17% 18 
Massachusetts Electric Companies (preferred)........ 76 78 
Milwaukee Electric Railway & Light Co. (preferred) ..*100 *100 
Norfolk Railway & Light Company...........s+seeee 25 *25 
North? American! (Cotipaniy. c2 <0 sarki ieee cae 8034 80 
Northern Ohio Light & Traction Company (common).. 80 80 
Northern Ohio Light & Traction Company (preferred). 100 100 
Philadelphia Company, Pittsburgh (common)......... 4914 49 
Philadelphia Company, Pittsburgh (preferred)....... 3 42% 
Philadelphia Rapid_Transit Company................ 2634 27 
Portland Railway, Light & Power Company.......... 68% 6842 
Public. Serviceio Corporation. iis: .inie's vinisa'> » cle ssiae @ sate 116 116 
Third Avenue Railway, New York.............000e> 38% 38 
Toledo Railway & Light Company: 2.2.0.5 00ece cence 2 2% 
Twin City Rapid Transit Co., Minneapolis (common).. 10634 105% 
Union Traction Company of Indiana (common)...... *4y4 *4y4 
Union Traction Company of Indiana (1st preferred)... *81 *81 
Union Traction Company of Indiana (2d preferred).. *34 *34 
United Rys. & Electric Company (Baltimore)........ 23% ety 
United Rys. Inv. Company (common).............-. 32 32 
United Rys. Inv. Company (preferred)...........+4+ 60 59 
Virginia Railway & Power Company (common)....... 5134 55% 
Virginia Railway & Power Company (preferred)...... 9254 92 
Washington Ry. & Electric Company (oueee eters 86 86 
Washington Ry. & Electric Company (preferred)..... 90 90 
West End Street Railway, Boston (common)......... 80 80 
West End Street Railway, Boston (preferred)........ 96% 9614 
Westinghouse Elec. & Mfg. Company.............02+ 74 3 
Westinghouse Elec. & Mfg. Company (1st preferred).. 116 117 

*Last sale. a Asked. 
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ANNUAL REPORTS 
Twin City Rapid Transit Company 


The statement of receipts and expenditures of the Twim 
City Rapid Transit Company, Minneapolis, Minn., for the 
calendar year 1912 compared with Io11, as presented at the 
annual meeting of the stockholders of the company, held. 
on Jan. 28, 1913, follows: 


1912. 1911. 
Revenue from transportation........eseeeeeees $8,147,199 $7,749,158. 
Revenue from operation other than transportation 61,768 62,035 
$8,208,967 $7,811,193 
Maintenance of way and structure.............. $364,050 $358,606. 
Maintenance of equipment......:.....snscueeens 370,251 380,270 
Erafirc “€XPenses! fVs.eticle's nieicie/e main aelsinialeleisaienniete 39,943 42,804 
Conducting stransportation. lhc) ss cies etetea cle vreiaee 2,680,496 2,470,401 
General’ ‘and. ‘miscellaneous ss.<:. 00 sive: c:.csnaip oe cies 743,261 654,635: 
Total operating expense.......secsvaeees $4,198,001 $3,906,716 
NEE ere Vente some says antn atte bicte Tart Waele atapenbee rae $4,010,966 $3,904,477 
Interest on’ ‘debtviand’ taxess dec ele cacieielelsliete eit acces 1,529,230 1,486,129 
Surplus available for dividends and depreciation. $2,481,736 $2,418,347 
Dividends: preferred stocks wd jacinta ve ere eee $210,000 $210,000 
Dividends “icommorns Stockutt pa. stynse oie oe eens 1,206,000 1,206,000 
DP otal’ Pai vidiends) gs aches «aiel-rsteveeslos alert etnies $1,416,000 $1,416,000: 
Surplus <$from wopetattone eros. ci teeeiaee sare ciete $1,065,736 $1,002,347 

Appropriated for renéwaly... yews eones ws ves 775,000 750,0 
Incomes saccouatts a Surplis cect te red ckeerate oe $290,735 $252,347 

Per cent total operating (including taxes and re- 

newal appropriations) to total revenue...... 67.14 65.96 
In his statement to the stockholders of the company 


C. G.' Goodrich, the president, says in part: 

“By comparison with ro1i the following increases during 
1912 are shown: Gross earnings increased $397,774, or 5.00 
per cent; operating expenses increased $291,284, or 7.46 per 
cent; car miles operated increased $1,868,288, or 7.35 per 
cent; net earnings increased $106,489, or 2.73 per cent. 

“Three main causes contributed to the fact that the 
operating cost increased more than the earnings. They are 
as follows: 

“tT, It was decided by your directors in June to increase 
by about Io per cent the wages of your employees in the 
operating and mechanical departments. This increased rate 
of pay for the half year caused an actual additional ex- 
penditure of $84,781. 

“2. Our taxes were increased $43,110. 

“3. The mileage increase. This increase of 7.35 per cent 
is in direct proportion to the increased operating cost of 
7.46 per cent, notwithstanding the increase in employees” 
wages. During the year 1912 we built and put into service 
1oo additional cars and 11.78 miles of new track and ex- 
tensions, the operation of which caused the increased’ 
mileage. 

“The directors have appropriated from surplus the sum 
of $775,000, which has been added to the renewal fund. 

“The insurance fund has been increased during the year 
by the sum of $31,547. 

“To provide funds for new construction and renewals. 
$1,000,000 of the renewal fund bonds have been sold. The 
income from the sale of these bonds, with surplus earnings. 
for the year, provided means for the following expenditures. 
on new construction without any increase in the capital lia- 


bility: 
New: sp OWet sor Starrs .cisreksteele,wlcpd sletais tote ac araletere erate tsletate clalcinietetereteverne $500,564 
New? shops! amd) fO0lS: icsve <'cicisietainieie oie ctetenetejore eave wtaleinysiovelerevercen 64,987 
Car, iequiparent: Miecateti«.aeie ciemisrelcre hie raeterevennte datas Ser aves steerer ehtterete $22,724 
DROSS: ohn afaivya. siatvlossnnnsaiahh calokelitnestoreca layered aay euretpian Ta) o> aial Crater ote 49,274 
Drack: Sand! lgaring . ot) lje ws sis la.s cea icles etme aigrasieliessaserk arate ste 236,721 
Minméapolis. tracks: nits sies.cistes tiara voaid itemise $209,319 
Dt. Meal track, oi acy cals muceie ake Eicid aateun rerio rate 8,653 
Siebasd TELA hehn.s atpramvadie'c ma pioevei/aracian Muleve raters 18,748 
Real estate; buildings, miiscellameous is... << vcieicleosiesulsials sie cave 14,568 
FR OfaL! asvrsierare el elel mio le'a) stay aselstersisiacefps Maetaraiaiers alefstatsisteiniernaisets $1,388,838 


“The sum of $362,729 has been expended for renewals. 
and there has been charged to the renewal fund the sum of 
$180,746 on account of discontinued and obsolete equip- 
ment, 

“From the accumulated surplus the directors appropri- 
ated the sum of $120,922 to the injuries and damages reserve 
fund and also the sum of $50,000 to the special reserve 
fund. 

“The regular quarterly dividends have been declared by 
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your directors and paid, aggregating the sum of $1,416,000, 
being at the rate of 7 per cent on the preferred stock and 
6 per cent on the common stock.” 

The statement of the revenue passengers carried and 
transfers redeemed for the years 1911 and 1912 as contained 
in the report follows: 


1912. 1911. 
Revenue passengers carried.........0+....05- 162,407,993 154,380,730 
MEISLEDS STECECME occ .nlacele sin cies vis sles sieie sis 57,584,451 $1,844,378 


Northern Ohio Traction & Light Company 


The income account of the Northern Ohio Traction & 
Light Company, Akron, Ohio, for the year ended Dec. 31, 
1912, as compared with the previous year follows: 


aS SMECRISIL TL OS yisvere niece oo pininsis(e sisieie uaisyubielb olelelc che sincere lols o leis sik $2,996,036 
Mneratime expenses. and taxeS........ccceecteseescccsess ace 1,702,765 
MS Sette CALITO ore sussiara ave fajounie Pie vercrejeuaialireteisils » $1,293,271 
Interest on bonds and collateral trust notes 4 523,068 
Pav adlable .iSGs'-.COMPAY SASS... 6. o;000)0.0 0 oleie seb )o\u win wage niece eusars $770,203 
MTELeULECESLOCKs CIVIC EIS). sin slois.elerovis nelle roleksie'el nieve afe'e leit acvlnvehel 49,930 
ST pees et noua NUT oot ST cV'cnchevalisteloceial aiscsivasats relarcies sreveceuses Muere $720,273 
Bower NOI SLOCK Sy CL VACETUOS 055 cask vissn wana siuieieys.e) ems ova. ialeiwe wien a 382,500 
Balance surplus for year ended Dec. 31.....5...e.ecceeeseoes $337,773 
aepmdswen. ec. 31, 1910: atid) LOU 6c .c63 Sino cisisienss gid tieleclslele 1,157,912 
MOL AL eSiT pl tisr WEG. LSM SS yon re avicle, Hace’ oa alse wear gee are $1,495,685 
Chnrged for depreciation, reconstruction, and expenditures 
mecount of preferred stock issue, €t¢. oi... ssee cerns vees 90,649 
Balance yw Surpass —LIEG, |, SU siais, «1s 10'sjais. bls ls: cvelelerevae wiape ee alate $1,405,036 


Henry A. Everett, the president, says in part in the re- 
port: ‘ z 

“The mileage of the system has been increased 0.71 mile 
by the construction of double track on East Lake Street, 
Canton, from Belden Avenue to Superior Street and by the 
addition of new sidings on Garfield Avenue, Canton, and on 
Bowery street, Akron, making a total, at the close of 1912, 
of 216.47 miles. 

“The total expenditure for additions and improvements 
was $1,535,522, subdivided as follows: Track and roadway, 
$304,533; power houses, carhouses, etc., $994,667; cars and 
equipment, $157,036; real estate and right-of-way, $12,542; 
light department, $66,640; general expenditures, $103. 

“A total of 16,400 ft. of track has been renewed in most 
approved methods, all with 80-lb., 7-in. ‘T’ rail, laid on con- 
crete foundations and repaved with brick. 

“Extensive repairs and renewals have been continued on 
the various divisions of the company, and 50,700 ties and 
several miles of rail have been renewed. 

“On the A. B. C. division, from the present terminus of 
the double track north to what is known as Fells Station, a 
double-track line for a distance of 714 miles is being con- 
structed on private right-of-way and will be placed in opera- 
tion in the early spring. 

“The Gorge Bridge, spanning the Cuyahoga River, 3 
miles north of the city of Akron, has been converted into a 
steel structure throughout, 250 ft. of wooden trestle of 
original construction having been replaced by new deck 
girder section. 

“Fifteen additional passenger cars, ten for city and five 
for interurban service, one 60-ft. baggage car and one wreck- 
ing car with 25-ton crane, including all of the electrical 
apparatus, have been added to the equipment during the 
year. In addition to these a contract was closed on July 13, 
1912, for twenty-five city cars and ten interurban cars, in- 
cluding electrical equipment, which are now being received 
and placed in service. 

“In the Beech Street power house in Akron a 600-hp 
B. & W. boiler and three 200-kw, three-phase transformers 
have been installed. 

“The construction of the Gorge power station has been 
pressed forward as rapidly as possible considering labor 
conditions and the difficulty in securing materials. The 
60-ft. dam was completed and the reservoir filled on Dec. 1. 
The first turbo-generator was placed in service on Dec. 5. 
All of the electrical machinery and one-half of the ultimate 
boiler capacity of the station are now ready for service. 
The rest of the boilers are being erected. The coal bunker 
and ash-handling machinery is in process of erection. The 
substation buildings at Kent, Northfield and Kenmore have 
been completed and the machinery is being installed. The 
portable substation, to be used at Bedford, is ready for 
service. All of the concrete piers for the hydroelectric 
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plant and about two-thirds of the steel flume are complete 
and the work of installing the machinery is progressing as 
rapidly as possible. 

“The company has under construction on its property 
located in South Akron new modern carhouse and shops 
which will he completed and ready for operation in the 
near future. A private right-of-way has been purchased 
from the center of the city of Akron, along what is known 
as the hydraulic race and Akron Heights, north for a dis- 
tance of 3 miles to connect with our present line at the 
Gorge, this being a valuable acquisition to the property: 

“The pension fund maintained for the benefit of the em- 
ployees has a credit balance at the close of the year of 
$9,395. Since its establishment $0,430.45 has been dis- 
tributed. Ten employees are now drawing regular monthly 
pensions. 

“The injury and damage account has been monthly 
credited with 2 per cent of the gross receipts. The surplus 
at the close of the year’s business amounts to $34,615. 

“The board of directors at its regular meeting on Nov. 
24, 1911, declared a dividend for the year 1912 at the rate 
of 4 per cent per annum, payable quarterly March 15, June 
I5, Sept. 15 and Dec. 15. At the regular meeting of said 
board held on Nov. 29, 1912, an extra dividend of one-quarter 
of I per cent was declared payable on Dec. 15, 1912, and at 
the same meeting the dividend for the year 1913 was de- 
clared on a basis of 5 per cent per annum, payable quarterly 
at the regular dividend periods. 

“On account of the large expenditures necessary for the 
construction of the new steam and hydraulic stations, car- 
houses and shops, A. B. C. division double track and other 
improvements, the company applied to the Public Service 
Commission of Ohio for permission to issue an additional 
$2,000,000 of 6 per cent cumulative preferred stock. After 
several hearings the company obtained authority to issue 
$1,640,000 of said stock, the same to be disposed of at not 
less than par. Complying with this order, the company 
offered the stock to the shareholders pro rata at par, and 
about 50 per cent was subscribed, the balance being dis- 
posed of to Borton & Borton, Cleveland, Ohio. 

“On July 1 the company redeemed $2,000 of Lake View 
Land & Improvement Company bonds, and on Novy. I 
$100,0c0 collateral trust serial bonds, thereby reducing the 
funded indebtedness. 

“The company has 1435 stockholders of record, an in- 
crease of 292 over the previous year. 

“Your president cannot let pass the opportunity to com- 
mend the loyal, conscientious and efficient effort of the 
entire staff of the company, on whom has fallen the added 
strain of pushing forward the successful completion of the 
large improvements commenced in 1912.” 

The following operating statistics are contained in the 
report: 


1910. 1911. 1912. 
Average mileage in operation...... 215.20 215.76 216.47 
Gross earnings per mile........... $10,376.36 $11,244.06 $12,378.05 
Net earnings per mile............. $4,517.87 $4,888.07 $5,153.02 
Ratio of expenses to earnings...... 55.34 55.40 56.83 


East St. Louis & Suburban Company 


The following statement shows the earnings, expenses 
and taxes of the operating companies composing the East 
St. Louis (Ill.) system and the fixed charges (interest and 
taxes of the East St. Louis & Suburban Company) for the 
calendar years 1911 to 1912, inclusive: 


s 1911 1912 
Gross TeCeIPtS «+. sere cece cect neers treet eer sence $2,279,146 $2.452,451 
Operating EXPENSES ©. +. sees cece seer reece een eeees 1,204,900 1,275,118 
Netiéar nine serene) lene teen potaetterhisteiaye onary iapeh $1,074,246 $1,177,333 
Interest and taxes, all companies.. 612,976 656,920 
Sirip lis ties Sears’ cena ape dedevinrelat acat oe eb leteener ser eeu $461,270 $520,412 
Preferred GiViGeNd. x palem reee ceawetsve eta ainmetator ste sete 350,000 350,000 
Stapplus: 2 enecrrem. ccna tenae eeelaten eheatectets Leinster eenerate $111,270 $170.411 

Percentage of operating expense to gross receipts. 52.8 52 


C. M. Clark, the president, says in part: 

“The increase in gross earnings in I9I2 over IQII was 
$173,304, or 7 per cent. The increase in net earnings was 
$103.086. or 10 per cent. 

“The sum of $191,941 was expended for construction of 
tracks, cars, power, new installations in connection with new 
customers, etc., of which $163,300 was charged to capital 
accounts and $28,542.15 to renewals and replacements. 


270 


Measured on single-track basis there are 187.5 miles of track 
in the system, of which the operating companies own 182.7 
miles, 4.8 miles being operated under trackage agreement. 

“There were owned 153 passenger cars, 810 coal cars, two 
electric locomotives and two steam locomotives on Dec. 31, 
1912. The generating capacity of the steam stations on 
Dec. 31, 1912, was 10,740 kw. 

“The connected light and power load (not including rail- 
way system) on Dec. 31, 1912, was 11,692 kw, an increase of 
2767 kw, or 31 per cent. The number of light and power 
customers was 5169, an increase of 840, or 19 per cent. The 
gross receipts from light and power business for the year 
increased $62,044, or 15.6 per cent. 

“A conservative estimate of the population served by the 
lines of the East St. Louis & Suburban Company in 1912 is 
155,000, compared with 85,000 in 1900, an increase of 82 per 
cent. In addition the lines of the company enter St. Louis 
over the Eads Bridge, thereby reaching a population of 
nearly 800,000 additional. : 

“Since Jan. I an agreement has been reached with the 
Mississippi River Power Company for the delivery to your 
company of hydroelectric power from Keokuk for street 
railway, light and power purposes. This water power will 
be supplemented by a new large modern steam plant which 
will be constructed at Alton. Contracts already made with 
large power consumers will require this additional steam 
capacity and the water-power can be used in large quantities 
in connection with our present and proposed steam stations. 
A very large amount of power business is available in the 
territory served by your company, and it is the belief of 
the management that this business offers the greatest field 
for the future growth of your company’s earnings.” 


St. Joseph Railway, Light, Heat & Power Company 


The following statement shows the earnings, expenses and 
fixed charges of the St. Joseph Railway, Light, Heat & 
Power Company, St. Joseph, Mo., for 1911 and 10912: 


1911 1912 
Gross receiptsinism em cciee penis treat ree nie eo $1,099,284 $1,179,839 
Operating - expensesicc cing westemran eos paieiecanc savas 629,150 613,494 

Neh earnings.) a2 siaten als nore Beaters eee ee tdom ise nee $470,134 $566,345 
Inferest landistaxesn: costar ino eto aie were 283,784 291,589 
Surpluss sees ces Resear aierebo} Vrach cakayatatatetets |ccvare aise $186,350 $274,756 
Percentage of operating expenses to gross re- 

CELPLG? wiciatat berees orate antehaaleueiede)« teeagey Aire intial ore loes 57.23 52.00 


J. H. Van Brunt, vice-president, says in part: 

“The increase in gross earnings in 1912 over IQII was 
$80,554.45, Or 7.3 per cent. The net earnings increased 
$96,210.67, or 20.46 per cent. 

“The following statement shows amounts charged to con- 
struction accounts during.1912: For railway extension and 
improvements, $51,344; for new cars (on account), $18,880; 
for power plants (on account), $32,794; for carhouses and 
miscellaneous, $1,779; for extension overhead-lines, light and 
power department, $55,204; for extension of steam-heat 
lines, $11,981; total, $171,984. 

“There were 47.06 miles of track on single-track basis in 
the system on Dec. 31, 1912, and the total equipment con- 
sisted of 145 motor cars and 41 trail cars. Five new cars 
were purchased and put in operation during the year. 

“The total steam generating capacity on Dec. 31, 1912, 
was 4600 kw. This is being increased by the addition of a 
3000-kw turbine and 440 hp of boilers and an extension of 
the power house. This work is progressing satisfactorily. 
During the year $55,204 was expended for transformers, 
meters, street and service installation necessary in order to 
serve new customers. The connected light and power load 
on Dec. 3I was 12,445.08 kw, an increase of 1052.48 kw, or 
9.2 per cent. The number of light and power customers was 
7812, an increase of 1482, or 23.4 per cent. The gross re- 
ceipts from light and power business for the year increased 
$52,149.28, or 17.02 per cent. 

“The gross earnings of the St. Joseph & Savannah Inter- 
urban Railway, the stock of which is owned by your com- 
pany, were $56,202; net earnings, $19,296; surplus over fixed 
charges, $1,205. 

“During the year a contract was made with the Kansas 
City, Clay County & St. Joseph Railway, under which the 
cars of that company from Kansas City will be operated 
over the tracks of your company.” 
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Receiver for Bankers’ Corporation Company ~~ - 

Despite the fact that the Bankers’ Corporation Company, 
a Delaware corporation with offices in Philadelphia, has al- 
ready confessed insolvency in the Eastern District United 
States Court, which has appointed Samuel A. Whitaker, 
Franklin Building, Philadelphia, receiver, a hearing on a 
rule to show cause why a receiver should not be appointed 
for this corporation was held in the Dauphin County Court 
on Jan. 29. The matter was brought before the Dauphin 
County Court by the Attorney-General, on behalf of the 
State Banking Department, which attacks the character of 
the company. The hearing on Jan. 29 was largely to de- 
termine the question of jurisdiction in the case. 

It was brought out that the company had disposed of 
about $300,000 worth of collateral trust notes represented 
to be secured by bonds of various electric railways de- 
posited with the Union Trust Company, of Pennsylvania, 
as trustee. Each collateral note was certified by the trust 
company as being one of an issue of notes secured by bonds 
in the hands of the trust company. It was stated that the 
bonds were issued by the Warren County Traction Com- 
pany and the Wayne County Traction Company, of Penn- 
sylvania, and an electric ‘railway in St. Louis. The claim 
was advanced that these companies were without available 
assets. William S. Lambert, Philadelphia, is president of 
the Bankers’ Corporation Company. While the hearing 
has been continued, it is believed the State will not press 
for a receiver in view of the fact that the federal court has 
already made such appointment. 


Merger Proceedings in Chicago 


The local transportation committee negotiating with the 
representatives of Chicago’s surface and elevated railways 
for a general merger decided to dispense with the services 
of the committee of real estate experts appointed by the 
Chicago Real Estate Board when they set their compensa- 
tion at $10,000. The transportation committee considered 
the amount named excessive and decided to abandon this 
method of reconciling the two values placed on the elevated 
railways real estate by the city’s and the company’s experts 
last spring. 


Athol & Orange Street Railway, Athol, Mass.—The 
Athol & Orange Street Railway and the Gardiner, West- 
minster & Fitchburg Street Railway have petitioned the 
Railroad Commission for authority to consolidate. The 
Athol & Orange Street Railway has petitioned for the right 
to issue $185,000 of additional capital stock to effect the con- 
solidation. ; 

Bay State Street Railway, Boston, Mass.—James F. 
Jackson appeared before the Railroad Commission of 
Massachusetts on Jan. 20, 1913, on petition of the Bay State 
Street Railway for approval of an issue of $800,000 of first 
preferred stock to be offered stockholders at $115 per share 
and of an issue of $420,000 of refunding first mortgage 4 
per cent bonds dated July 1, 1904, $266,000 by the Boston 
& Northern Street Railway and $163,000 by the Old Colony 
Street Railway. The stock will provide for expenditures 
already made and the bond issue will provide for the re- 
tirement of floating indebtedness. 


Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.—It is reported that Newburger, Henderson & 
Loeb, Philadelphia, Pa., have agreed to finance the pro- 
posed consolidation of the Corpus Christi Ice & Electric 
Company, the People’s Light Company and the Corpus 
Christi Street & Interurban Railway. 

Frederick (Md.) Railroad.—An application has been filed 
with the Public Service Commission of Maryland for per- 
mission to consolidate the Frederick Railroad, the Frederick 
Gas & Electric Company, the Frederick & Hagerstown 
Power Company and the Hagerstown Railway as the 
Hagerstown & Frederick Railway, with an authorized capital 
stock of $3,000,000, of which $1,000,000 is to be 7 per cent 
preferred stock. and $2,000,000 common stock. The new 
company desires authority to execute a mortgage to secure 
an issue of $10,000,000 of thirty-year 5 per cent. bonds, 
$3,300,000 of these bonds to be used to retire issues of the 
constituent companies which are now outstanding. 


Fepruary 8, 1913.] 


Georgia Railway & Power Company, Atlanta, Ga—The 
Georgia Railway & Power Company has declared a dividend 
of $4.70 a share upon its first preferred stock, this being at 
the full rate of 6 per cent since the incorporation of tne 
company last March. No dividends have as yet been de- 
clared upon the company’s second preferred stock. It has 
been announced that the Georgia Railway & Power Com- 
pany will take over the property of the East Tennessee 
Power Company. 


Grafton (W. Va.) Traction Company.—The Kuhn inter- 
ests of Pittsburgh, Pa., are reported unofficially to be ne- 
gotiating with John T. McGraw, president of the Grafton 
Traction Company, for the purchase of the property of 
that company. The Kuhn interests control the Wheeling 
(W. Va.) Traction Company and have a pretentious water- 
power development under way on the Cheat River. 


Illinois Traction System, Peoria, Ill—The Illinois Trac- 
tion System has purchased the property of the Abingdon 
(11l.) Light & Power Company, which holds light and power 
franchises at St. Augustine and Prairie City. The consider- 
ation is said to have been $60,000. 


New York Municipal Railway Corporation, Brooklyn, 
N. Y.—The Public Service Commission for the First Dis- 


trict of New York has granted the application of the New. 


York Municipal Railway Corporation for permission to 
issue $100,000 of its capital stock to acquire property and 
for improvements, extensions, etc. The company has a 
total capital of $1,000,000, but none of it has yet been issued. 
Later the commission adopted another order granting the 
New York Consolidated Railroad permission to purchase 
the stock of the New York Municipal Railway Corporation 
when issued. Both companies were organized by Brooklyn 
Rapid Transit interests to facilitate their participation in 
the proposed dual system of rapid transit. The New York 
Municipal Railway Corporation will make the contract with 
the city for the operation and a contribution to the con- 
struction of the new lines. The New York Consolidated 
Railroad is the owner of the existing Brooklyn elevated 
system and will take over the contract made by the New 
York Municipal Railway Corporation and operate the new 
lines. 


Rochester, Syracuse & Eastern Railroad, Syracuse, N. Y. 
—The Public Service Commission of the Second District 
of New York continued until Feb. 6, 1913, the hearing on 
the application of the Rochester, Syracuse & Eastern Rail- 
road, the Syracuse, Lake Shore & Northern Railroad and 
the Auburn & Northern Electric Railroad to consolidate’ as 
the Empire United Railways, Inc., in accordance with the 
terms published in the Evecrric RatLway JourNat of Feb. 
I, 1913, page 228. At the hearing before the commission at 
Albany, on Jan. 30, 1913, C. D. Beebe, president, and William 
Nottingham, attorney, stated that consents to the consoli- 
dation had been obtained from holders of 87 per cent of the 
stock of the three corporations, and that eventually con- 
sents would be obtained from the holders of more than 90 
per cent of the stock of the companies. Mr. Nottingham 
emphasized the fact that the total of the securities to be 
issued by the new company, amounting to $11,600,000, is 
$1,200,000 less than the present securities of the constituent 
companies. Mr. Beebe pointed out that the Syracuse, Lake 
Shore & Northern Railroad has a closed mortgage and is 
without means to finance any needed improvements. This 
year the company will have to meet an expenditure approxi- 
mating $75,000 because of State highway improvements. 


Toledo & Chicago Interurban Railway, Kendallville, Ind. 
—Evidence is being heard in the Superior Court at Fort 
Wayne, Ind., upon the petition of the receivers of the 
Toledo & Chicago Interurban Railway to sell the property 
of the company. This road has been in the hands of a 
-receiver since February, 1908. 


Toledo Railways & Light Company, Toledo, Ohio.—The 
Toledo Traction, Light & Power Company has been incor- 
porated in Maine with a capital stock of $15,200,000, of which 
$6,000,000 is 6 per cent preferred stock and $9,200,000 is com- 
mon stock, as the successor to the Toledo Railways & Light 
Company, the plans for the reorganization of which were 
referred to at length in the Erecrric RaiLway Journat of 
Oct. 19, 1912, page 984. The unofficial statements which 
have been published in this connection indicate a number of 
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slight changes in the distribution of the securities from the 
plan as originally announced. It was at first proposed that 
the successor company should be incorporated as the To- 
ledo Light & Railways Company. 

United Light & Railways Company, Grand Rapids, Mich. 
—The United Light & Railways Company has sold to the 
stockholders $1,000,000 of 6 per cent first preferred stock 
at par with a bonus of 25 per cent in common stock. This 
issue of stock makes the present capitalization $6,000,940 
of first preferred stock, $3,000,000 of second preferred stock, 
and $5,537,500 of common stock. The proceeds of the sale 
of the new stock will be used for additions to the properties 
of the company. 


Wheeling (W. Va.) Traction Company.—The Wheeling 
Traction Company has elected new officers as follows: W. 
S. Kuhn, president; J. S. Kuhn, first vice-president; George 
O. Nagle, second vice-president and general manager; J. B. 
Van Wagener, treasurer; C. W. Schenk, assistant treasurer; 
W. A. Shirley, secretary; Byron Trimble, assistant secre- 
tary. 


Dividends Declared 


Binghamton (N. Y.) Railway, 2 per cent. 

Boston (Mass.) Elevated Railway, 3 per cent. 

Connecticut Railway & Lighting Company, Bridgeport, 
Conn., quarterly, 1 per cent, preferred; quarterly, 1 per cent, 
common. 

Harrisburg (Pa.) Traction Company, 3 per cent. 

Massachusetts Northern Railways, Greenfield, Mass., 
quarterly, 144 per cent, preferred. 

Pacific Gas & Electric Company, San Francisco, Cal., 
quarterly, 1%4 per cent, preferred. 

Portland Railway, Light & Power Company, Portland, 
Ore., quarterly, 114 per cent. 

Union Street Railway, New Bedford, Mass., quarterly, 2 
per cent. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BATON ROUGE (LA.) ELECTRIC COMPPANY 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 

SS Novae le, $12,494  *$7,328 $5,166 $1,730 $3,436 
te ee iad 10,707 *6,483 4,224 1,730 2,494 
ot wen 12 145,450. *86,315 59,135 20,763 38,372 
oi anaes ali 118,025 *75,955 42,071 20,654 21,417 
BROCKTON & PLYMOUTH STREET RAILWAY CO., PLYMOUTH, 

MASS. 

Hae Noyen 212 8,051  *$7,282 $769 $1,033 $264 
ia? we? 9g eer: *7°161 955 1,018 63 
12k pees 12 120,200  *90,109 30,091 12,525 17,567 
Acne aril 118,833  *90,734 28,200 13,005 15,095 
CAPE BRETON ELECTRIC COMPANY, LIMITED, SYDNEY, N. S. 

ye Nov.,10 212 34,563 *$15,810 $18,753 $5,682 $13,071 
i ce he ool *15,204 15,787 5,653 10,134 
(ype 0 12 357,207 *194,555 162,652 68,076 94,576 
ORTH 9 11 335,657 *180,622 155,034 67,899 87,135 

DALLAS (TEX.) ELECTRIC CORPORATION 

mreNoyae tale 163,751 *$91,217 $72,534 $24,635 ~ $47,899 
rice ae 11 wae 013 *96,310 49,704 19,813 29,891 
1c 12 —- 1,800,248 *1,089,469 710,779 285,279 425,501 
RPT 1G ig 1,618,655 *1,086,308 532,348 247,087 285,261 

EL PASO (TEX.) ELECTRIC COMPANY 

Nove 712 $75,011 *$38,691 $36,320 $4,808 $31,512 
ie rns 62,684  *34,579 28,105 6,983 21,122 
1aKeny ae 12 785,585  *438,231 357,354 72,741 284,613 
GE 9 Ch Ais 683,282 *406,267 277,015 80,893 196,122 

GALVESTON (TEX.) ELECTRIC COMPANY 

t AW 38,904 *$23,039 $15,866 $7,653 $8,213 
yur Mee 11 ete *21,544 10,583 7,324 3,258 
12s 12 490,123 *268,421 221,702 94,363 127,339 
Tots 11 435,126 *251,363 183,763 83,794 99,969 

GALVESTON-HOUSTON (TEX.) ELECTRIC COMPANY 
1m., Nov., 712 $181,075 *$104,786 $76,288 $33,722 $42,566 
qe Ot 11 132;003  *85,094 46,910 18,918 27,992 
26 12 «1,981,369 *1,159,651 821,719 392,011 429,707 
da | OSd ‘11 1,501,188 *949,367 551,821 231,449 320,372 
HOUGHTON (MICH.) COUNTY TRACTION COMPANY 

SeiNoy. i712 $24,110 *$14,366 $9,744 $5,677 $4,067 
peeves 11 22,000 *15,538 6,462 5,227 1,236 
6 12 305,898 *172,688 132,211 66,720 66,491 
12 6 11 301,181 *180,179 121,002 62,575 58,427 


*Includes taxes. 
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Traffic and Transportation 


Honesty, Courtesy and Sobriety as Essentials to Success 


Robert E, Lee, general superintendent of the Cincinnati 
(Ohio) Traction Company, has made it a practice for sev- 
eral years past to address the trainmen in the service, of 
the company twice each year. At a recent meeting of the 
men at the club rooms in Brighton, Mr. Lee made a very 
forceful address, in part as follows, in regard to honesty, 
courtesy and sobriety, which he considers essential to suc- 
cess in street railway work: 

“I am not here to lecture you or to find fault with you, 
but to help you. I will not indulge in any personalities. 
lf I do and thereby hurt anybody’s feelings, call me down 
hard and I will stand for it. What I most particularly want 
to say to you is that there are three cardinal principles 
which make for success in our work. First, honesty and 
truthfulness; second, courtesy, and third, sobriety. As to 
the first, the dishonest man and the liar are not wanted 
anywhere, and when I find one in the employ of this 
company out he goes without ceremony. A liar is bad for 
the company and bad for his fellow employees. 

“The second cardinal principle, courtesy, is in some re- 
spects the most important of all. Politeness does not cost 
you a cent, and will bring in great returns in the long run. 
I know that sometimes you have to bite your tongue to 
keep still, especially on divers occasions when, owing to 
slippery rails, the car has slid maybe ro ft. past an irate 
old gentleman and he hops aboard with the query: ‘What 
is the matter with that farmer up in front?’ But if you tell 
the old gentleman in an equally irate tone to go up and ask 
the motorman he will say that you are as big a roughneck 
as the man ahead is a farmer, and a fine argument is started. 
On almost all occasions the best thing to do is to smile. 
smile and keep on smiling. Now, I do not mean for an instant 
that if some rowdy calls you a vile name or attempts vio- 
lence you are to smile. Far from it. Srtike out, and strike 
out with all your might, and this company and I will stand 
right behind you. Above all, do not get into arguments 
with our dear friends, the ladies. It is useless, foolish and 
a waste of time. It takes two to make an argument worth 
while. If I find that any man has been guilty of discourtesy 
{o any man or woman passenger I shall discharge that man 
immediately. whether he has been in the service one day or 
twenty years. 

“Street railroading has reached such a development that 
it is positively dangerous to life and limb to place any car 
in charge of a motorman or conductor who drinks on duty. 
IT will not have this to the slightest extent. Sobriety, the 
third principle insisted upon, will be rigidly enforced. We 
owe this to the people who walk upon our streets, to the 
innocent men and women and children who ride upon our 
cars. The rule that at no time shall employees of the com- 
pany enter a bar while in full uniform will also be enforced.” 


Free Insurance and Increase in Wages for Binghamton 
Employees 


G. Tracy Rogers, president of the Binghamton (N. Y.) 
Railway, issued the following announcement on Jan. 30, 
1913, in regard to the establishment by the company of a 
system of free life insurance for all of its employees: 

“Upon the death of any employee of the Binghamton 
Railway who has been in good standing for twelve months 
prior to the sickness or casualty resulting in death, said 
company will pay to his estate 25 per cent of the amount 
earned by said employee during the twelve months prior 
to the sickness or casualty resulting in death. 

“Upon the death of any employee of the Binghamton 
Railway who has been in good standing for twenty-four 
‘months or more prior to the sickness or casualty resulting 
in death, said company will pay to his estate 50 per cent 
of the amount earned by said employee during the twelve 
months prior to the sickness or casualty resulting in death. 


This refers only to men in the employ of the company a. 


full twelve months or twenty-four months or more sub- 
sequent to Jan. I, 1913, and does not apply to officers of 
the company. ; ° 

“Disobedience of rules sufficient to warrant a lay-off or 
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suspension, or accepting employment with others, would 
lose to the employee all right of benefit under this insur- 
ance provision up to that time, and in event of such lay-off 
or suspension or accepting employment with others the 
conditions of this insurance provision would start anew 
from the date of his reinstatement.” 

Mr. Rogers has also announced an increase of 10 per 
cent in the wages of all the motormen and conductors in 
the employ of the company. 


Fare Recommendation of Wisconsin Commission 


The State Railroad Commission of Wisconsin issued a 
recommendation on Feb. 1, 1913, extending the single street 
fare limit over the lines of The Milwaukee Electric Rail- 
way & Light Company to the city of Wauwatosa. 

The recommendation of the commission follows: 

“Tt is recommended that within twenty days of the date 
of this order the above-named companies so extend the 
present one-fare or single-fare limits that on the Walnut 
Street line they will apply to and from any portion within 
the city of Milwaukee and the terminal of this line in the 
city of Wauwatosa; and that on the Wells-Farwell Street 
line they will apply to and from any portion within the 
city of Milwaukee to a point across the Chicago, Milwau- 
kee & St. Paul Railway tracks, about one block from the 
said Walnut Street line terminal in the city of Wauwatosa. 
These extensions in the one-fare or single-fare limits shall 
not carry with them any changes in the present transfer 
privileges that are provided in the above orders of this 
commission in the Hans A. Koenig case and in the other 
cases against the above respondents, which orders, as 
stated, were dated Aug. 23, 1912.” 

President Mortimer of The Milwaukee Electric Railway 
& Light Company announced that the company would 
comply with the recommendation. He said: 

“While the commission recommends and does not order 
the change, we shall carry out the suggestion provided no 
complications occur. The extension of the single fare to 
the center of Wauwatosa will carry with it the transfer 
privileges of Milwaukee. No additional construction of 
tracks will be necessary to make the change.” 


Mr. McHenry on Railroad Electrification 


In response to a recent request of the Boston banking 
house of Thompson, Towle & Company for a statement re- 
garding electrification plans on the New York, New Haven 
& Hartford Railroad, Vice-president E. H. McHenry has 
issued.a statement pointing out that the New Haven com- 
pany is now committed to an expenditure of $20,000,000, 
covering work along this line completed, in progress or au- 
thorized. In addition to the work between Woodlawn and 
Stamford, completed several years ago, the company has 
substantially finished the work on the Harlem River and 
Westchester lines. Corstruction is actively in progress be- 
tween Glenbrook and New Haven, and the electrification of 
the main line between Boston and Providence will begin in 
the spring. The latter is the first step toward the ultimate 
electrification of all the steam railroad lines within the sub- 
urban radius of Boston. Mr. McHenry states that in his 
opinion electricity will be installed upon a large scale within 
the next decade, particularly at the great railroad centers 
He believes that the initial electrification of congested traf 
fic centers will be followed by an ever-extending zone of 
electrical operation until such centers are finally intercon- 
nected by electrically operated lines. In the larger cities 
the obligations to electrify will be forced upon the compa- 
nies regardless of economy and considerations of uniform- 
ity, and disabilities attending a break in the kind of opera- 


tion will make it economical and desirable to extend the | 


electrifiaction to parts of the railroad system which would 
not be justified if independently considered. Mr. McHenry 
says that as yet little direct economy has resulted from the 
electrification already completed, but that “the indirect ad- 
vantages are large, and with an extension of electric opera- 
tion to include passenger, freight and switching service, it is 
probable that a direct and sufficient return upon the neces- 
sary investment will be secured under favorable conditions. 
} In general it may be stated that the principal and al- 
most the entire economy to be effected by electric operation 


- ii See ee 


POS ers 


¥ 


Fesruary 8, 1913.] 


is comprised in the two items of fuel and engine repairs, 
which will be approximately reduced by 50 per cent.” 


Individual Drinking Cups on Cars.——The Union Traction 
Company of Indiana is preparing to place individual drink- 
ing cups in its cars for use, free, by its patrons. 

Modification of Toledo Transfer System—On Feb. 3, 
1913, the Toledo Railways & Light Company, Toledo, Ohio, 
inaugurated a new north and south transfer system in 
that city which gives patrons of the company their choice 
of four lines north or south in either direction. 


Campaign Against Trafficking in Transfers in Newark— 
The Public Service Railway, Newark, N. J., has begun a 
vigorous campaign to prevent the abuse of the transfer 
privileges which it extends to its patrons in that city. On 
Jan. 29 and 30 the company caused the arrest of six men 
whom it charged with trafficking in transfers, and each of 
the offenders was fined $10 in the police court. 


Petition for Reduced Fare in Racine—The Council of 
Racine, Wis., has adopted a resolution to the effect that a 
petition be filed with the Railroad Commission of Wis- 
consin asking that body to require The Milwaukee Electric 
Railway & Light Company, which operates in Racine, to 
sell six tickets for 25 cents good over its lines in Racine 
any time of the day. The commission will also be asked to 
direct the company to extend its lines in Racine. 


Abandonment of Route Proposed in Binghamton.—The 
Binghamton (N. Y.) Street Railway has applied to the 
Public Service Commission of the Second District of New 
York for permission to discontinue its route on Eldredge 
Street, between Chenango Street and State Street. In its 
application the company states that it deems this portion 
of its road no longer necessary for the successful operation 
of its system and not essential for the convenience of the 
public. 


New Elevated Station in New York.—The Public Service 
Commission of the First District of New York has ordered 
the Interborough Rapid Transit’ Company to construct a 
new station on its Sixth Avenue elevated line at Thirty- 
eighth Street and to place the new station in operation 
before the end of the present year. The new station will 
be in the center of a newly developed business and retail 
dry-goods district and convenient to the Engineers’ Club 
and the United Engineering Societies building. 


Increased Service in Washington—The Washington 
Railway & Electric Company, Washington, D. C., has in- 
creased the service on seven of its lines and the Capital 
Traction Company, Washington, D. C., has increased the 
service on one of its lines at the instance of the District 
Electric Railway Commission. The Washington Railway 
& Electric Company has received another consignment of 
side-entrance cars, and several of the new cars have been 
added to the cars operated regularly on the Mount Pleasant 
line, 


Accident Prevention Campaign—The Aurora, Elgin & 
Chicago Railroad, Chicago, Ill., will stop its Aurora cars 
on the near side of the street, equip all the city cars in 
Aurora with fenders, close the platforms of all cars while 
in motion and permit passengers to leave the cars only 
from the right side. E. C. Faber, vice-president and gen- 
eral manager of the company, has announced a safety-first 
campaign which will include lectures before the school 
children of Aurora and East Aurora and the distribution 
of accident-prevention maxims. 


Service Over Lulu Island Line—The British Columbia 
Electric Railway, Vancouver, B. C., has established service 
over its new track on the Lulu Island line between Van- 
couver and Eburne. This line is leased by the British Co- 
lumbia Electric Railway from the Canadian Pacific Rail- 
way. As originally constructed the entire line was a single 
track, but owing to the rapid development of the Point 
Grey district a double-track was constructed last year from 
Vancouver to Eburne. A fifteen-minute service is in force 
during the rush hours between Vancouver and Eburne. 

New Police Traffic Rules in Indianapolis——The Board of 
Public Safety of Indianapolis, Ind., at a special meeting on 
Jan. 24, 1013, issued an order that the traffic squad for 
seven days stop every driver or pedestrian violating any 
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traffic rule and inform him of his fault, and set Feb. 1 as 
the date on which arrests would be begun for violations 
of trafic regulations. Orders were issued to Superintend- 
ent of Police Hyland to give especial attention to the pro- 
vision of the city ordinances requiring all vehicles to pass 
no less than 6 ft. distant from a street car receiving or 
discharging passengers, or to stop where this is impos- 
sible. 


Ventilating Buffalo’s Near-Side Cars——E. G. Connette, 
president of the International Railway, Buffalo, N. Y., has 
explained for the benefit of the traveling public of that 
city in an extended newspaper article the method of ven- 
tilating the near-side cars which the company has in serv- 
ice. He said that air-velocity tests made recently in some 
of the Buffalo near-side cars show that between 300 and 
600 cu. ft. of air per person per hour passes through the 
cars. He also explained in detail the features of the near- 
side cars. Referring to the development plans of the com- 
pany, Mr. Connette said that it was proposed to spend 
$2,000,000 in improvements during 1913. 


Increase in Wages by Philadelphia & Western Railway. 
—The Philadelphia & Western Railway, Upper Darby, Pa., 
has announced an advance in the wages of motormen and 
conductors, effective on March 1, 1913. Under the present 
scale men in the service less than six months are paid 21 
cents; those employed between six months and a year, 
22 cents. Under the new scale all first-year men will re- 
ceive 22 cents. The old scale for second, third and fourth 
year men, who are paid respectively 23, 24 and 25 cents, 
remains unchanged, but a new rate of 26 cents is fixed‘ for 
the fifth and subsequent years, the present advancing scale 
stopping with the fourth-year rate as a maximum. 


Ordinance to Reduce Fare in Omaha.—An ordinance has 
been introduced in the Council of Omaha to reduce the fare 
of the Omaha & Council Bluffs Street Railway from 5 cents 
to seven tickets for 25 cents, or 3.57 cents each. G. W. 
Wattles, president of the company, in opposing the ordi- 
nance, said that at the present time the company, after 
meeting all operating expenses, making proper allowance 
for depreciation and paying taxes and fixed charges, used 
4.46 cents of each fare collected, thus leaving but a small 
balance for dividends. A fare of 3.57 cents would not 
only wipe out all dividends but leave operation at a loss. 
He made comparisons with other cities where there is a 
fare of less than 5 cents. 


Increase in Wages by Lehigh Valley Transit Company. 
—The Lehigh Valley Transit Company, Allentown, Pa., 
has announced an increase in the wages of motormen and 
conductors on all divisions effective on March 1, ror3. 
Men in the first year’s service are to be advanced from 
21 cents to 22 cents per hour, second-year men from 22 
cents to 23 cents, third-year men from 23 cents to 24 cents, 
fourth-year men from 24 cents to 25 cents, while a new 
rate of 26 cents is established for the fifth and subsequent 
years of service. The posted notice of the increases is 
signed by R. P. Stevens, president, who states that the 
higher scale is a recognition of the co-operation of the 
men. Mr. Stevens refers to the excellent results of the past 
year in increased receipts, decreased accidents and the 
absence of labor trouble and extraordinary expense. 


Suits to Force Transfer Privilege—Arguments are being 
heard in the mandamus proceedings brought by the villages 


of Oak Park, Maywood and River Forest to compel the 


Chicago Railways to issue transfers good on the lines of 
the County Traction’ Company and vice versa. As the city 
of Chicago has an interest in the earnings of the Chicago 
Railways Company it also is made a defendant in the case. 
The villages named are suburbs of Chicago lying west and 
northwest of the Loop district. At the present time the rate 
of fare to villagers desiring to reach the Loop district is 10 ° 
cents. The surface railways made parties to the suit are 
independent of each other and are operated by entirely sep- 
arate organizations. The petitioners in the proceedings al- 
lege that the two companies have a common ownership 
and that the Chicago Railways Company in particular is 
bound by franchises which were given to its predecessor, 
the Union Traction Company, to arrange for the payment 
of a 5-cent fare between Chicago and the villages in 
question. 
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Personal Mention 


Mr. Devoe P. Hodson, a former city judge of Buffalo, 
has been nominated by Governor Sulzer to succeed Mr. 
John B. Olmsted as a member of the Public Service Com- 
mission of the Second District of New York. 


Mr. John C. Thompson, the retiring superintendent of the 
Trenton & Mercer County Traction Corporation, Trenton, 
N. J., had a reception tendered to him on Jan. 31, 1913, 
by the employees of the company. A purse of gold was 
presented to Mr. Thompson by the men as a token of their 
esteem. 


Mr. W. M. Kavanaugh, president of the Little Rock 
Railway & Electric Company, Little Rock, Ark., was chosen 
United States Senator from Arkansas on Jan. 28, 1913, to 
serve until March 4. Mr. Kavanaugh is a Democrat and 
has many business and financial interests. He is president 
of the Southern Baseball League. 


Mr. Clarence S. Pinkerton has been appointed street rail- 
way inspector of Cincinnati, Ohio. He will act under 
Service Director Price and City Solicitor Bettman of that 
city. The department of street railway inspection was 
maintained under former Mayor Schwab, but was abolished 
by Mayor Hunt, the present incumbent. 


Mr. Thomas K. Bell has resigned as general manager 
of the St. Petersburg Light & Power Company and the 
St. Petersburg & Gulf Railway, St. Petersburg, Fla. Mr. 
Bell was for many years engineer of William Wharton, 
Jr., & Company, Inc., Philadelphia, Pa., and was also con- 
nected with the Interstate Railways, Philadelphia, and the 
Philadelphia Rapid Transit Company. 


Mr. Miles Bronson has been appointed general superin- 
tendent of the electric zone of the New York Central & 
Hudson River Railroad and of the Grand Central Termi- 
nal, New York, to succeed Mr. A. R. Whaley, who was re- 
cently elected vice-president of the New York, New Haven 
& Hartford Railroad. Mr. Bronson is thirty-seven years 
old and has been in the employ of the New York Central & 
Hudson River Railroad fourteen years. 


Mr. G. H. Caffrey, formerly superintendent of the Nor- 
walk (Conn.) district of the United Electric Light & Water 
Company, has accepted the position of engineer of the 
Havana Railways & Light Company, Havana, Cuba. Mr. 
Caffrey is a graduate of the Stevens Institute of Technol- 
ogy and was connected with the engineering department 
of the New York Central & Hudson River Railroad before 
going to Norwalk. 


Mr. W. E. Higgins has been appointed acting vice-presi- 
dent and general manager of the Lackawanna & Wyoming 
Valley Railroad, Scranton, Pa., to succeed Mr. Charles F. 
Conn, resigned, who, as previously noted in the Execrric 
RAILWAY JOURNAL, has been elected president and general 
manager of the American Cement Company, Philadelphia, 
Pa. Mr. Higgins was formerly assistant to the general 
manager of the Lackawanna & Wyoming Valley Railroad. 


Mr. Olaf A. Mann has been appointed auditor of the 
Ithaca (N. Y.) Street Railway and the New York, Auburn 
& Lansing Railroad, to succeed Mr. Allan Gordon Arm- 
strong, whose appointment as general auditor of the Gen- 
eral Gas & Electric Company, New York, N. Y., is referred 
to elsewhere in this column. Mr. Mann was formerly con- 
nected with the accounting department of the New York 
(N. Y.) Railways, the successor to the Metropolitan Street 
Railway. He will take up his duties at Ithaca on Feb. 
15, 1913. 

Mr. George O. Nagle, who has been general manager of 
the Wheeling (W. Va.) Traction Company since 1904, has 
been elected second vice-president of the company in addi- 
tion to general manager. Before becoming connected with 
the Wheeling Traction Company, Mr. Nagle was with 
Stone & Webster, with headquarters at the main office of 
the company in Boston. Previous to that he was manager 
for several years of the Savannah (Ga.) Electric Company, 
which is controlled by Stone & Webster. Mr. Nagle was 
also connected with the surface railway systems of Chi- 
cago for a number of years. 


Mr. Allan Gordon Armstrong has resigned as auditor of 
the New York, Auburn & Lansing Railroad and the Ithaca 
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(N. Y.) Street Railway to become general auditor of they” 
General Gas & Electric Company, New York, N. Y. Before 
accepting the position with the companies at Ithaca Mr. 
Armstrong was connected with the accounting and audit- 
ing departments of the New York Railways, the successor 
to the Metropolitan Street Railway, New York. He was 
previously for nine years with the Norfolk & Portsmouth 
Traction Company, formerly the Norfolk Railway & Light 
Company, which is now merged with the Virginia Railway 
& Power Company. His resignation from the companies at 
Ithaca becomes effective on Feb. 15, 1913. 


Mr. Howard W. Irwin has been appointed assistant su- 
perintendent of equipment for the Bay State Street Rail- 
way, Boston, Mass., which operates nearly 1000 miles of 
track in Massachusetts, 
Rhode Island and southern 
New Hampshire, extending 
from Boston to Newport 
and Nashua and compris- 
ing the trackage formerly 
operated by the Boston & 
Northern Street Railway 
and the Old Colony Street 
Railway. Mr. Irwin is a 
native of Brattleboro, Vt. 
His primary education was 
had in the public schools 
of Natick, Mass. Later he 
attended Amherst Col- 
lege and was graduated in 
the mechanical engineering 
course at Purdue Univer- 
sity in 1903. His first con- 
nection with the street rail- 
way industry was as a conductor on the Northampton Street 
Railway during vacation and holiday periods. Following his 
course at Purdue, he entered the testing department of the 
General Electric Company at Schenectady, N. Y., and for 
about three years was at the head of the steam-turbine 
testing division. Later he served for a year as assistant 
superintendent of power for the Schenectady works. He 
then became general manager of the Northern Electric 
Company and affiliated central-station properties, Fargo, 
N. D. In 1909 he became superintendent of instruction of 
car service employees for the Boston & Northern Street 
Railway and the Old Colony Street Railway. In handling 
this work he was in charge of the design of the unusually 
complete instruction cars built for service on this sys- 
tem and fully described in this paper when they were 
placed in service. For the past year Mr. Irwin has been 
acting as assistant to Mr. E. W. Holst, superintendent of 
equipment of the Bay State Lines, and his appointment 
formally confirms his title and jurisdiction. 

Mr. T. P. Artaud has been appointed assistant general 
manager of the Hudson & Manhattan Railroad, New 
York, N. Y., to succeed Mr. O. T. Boyd, resigned, and will 
report to Mr. Wilbur C. Fisk, the vice-president and gen- 
eral manager. Mr. Artaud was born in Jackson, Miss. He 
was graduated from Rock Hill College, at Ellicott, Md., 
and studied at Johns Hopkins, Harvard and Columbia. He 
is a mechanical and electrical engineer. His first work 
was in connection with the electrification of the Cary 
Street line in Baltimore, Md. Subsequently he served in 
the drafting office of the Maryland Steel Works. He be- 
came associated with the Hudson & Manhattan Railroad 
during the construction of the tunnel under the Hudson 
River between New York and New Jersey and has served 
in practically all of the various departments of the com- 
pany. Previous to his appointment as assistant general 
manager, Mr. Artaud was purchasing agent of the com- 
pany. . As assistant general manager he will have direct 
supervision over the operation of the line, the power house 
and terminals and will also act as supervisor of purchases. 
He is an associate member of the American Society of 
Mechanical Engineers. 


H. W. Irwin 


Mr. Thomas K. Glenn, who resigned as vice-president 
and general manager of the Georgia Railway & Electric 
Company, Atlanta, Ga., in January, 1908, to become presi- 
dent of the Atlanta Steel Hoop Company, has been elected 
third vice-president of the Georgia Railway & Power Com- 
pany, the successor to the Georgia Railway & Electric 
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Company. Mr. Glenn has been a director of the company. 


’ public-be-pleased policy of 


Mr. Glenn began his street railway career in Atlanta in 
1891 with the Atlanta Consolidated Street Railroad and 
was connected with that company and its successors con- 
tinuously until 1908. The position of third vice-president 
of the Georgia Railway & Power Company is a new one 
with the company. 

Mr. O. T. Boyd has resigned as assistant general man- 
ager of the Hudson & Manhattan Railroad, operating under 
the Hudson River between New York and New Jersey. He 
became connected with the Hudson & Manhattan Rail- 
road in June, 1909, as general passenger agent, and in Jan- 
uary, 1912, was appointed assistant general manager. Be- 
fore Mr. Boyd entered the service of the Hudson & Man- 
hattan Railroad he was city passenger agent of the Penn- 
sylvania Railroad in Washington, D. C., for three years. He 
served the Pennsylvania Railroad for twelve years in various 
capacities. 

Mr. Edward E. McCall, justice of the Supreme Court of 
New York, was nominated by Governor Sulzer of New 
York on Feb. 3, 1913, to succeed Mr. William R. Willcox 
as chairman of the Public Service Commission of the 
First District of New York. The nomination was subse- 
quently confirmed by the Senate. Justice. McCall was 
born in Albany on Jan. 6, 1863. He was educated in the 
public schools of that city and was graduated from the 
Albany High School. He entered the New York Univer- 
sity Law School and was graduated in 1884 with honors 
and as valedictorian of his class. He formed a partnership 
with Mr. William C. Arnold, but this was dissolved after 
several years and Mr. McCall continued to practise alone. 
He acted as personal counsel to his brother, the late John A. 
McCall, when the latter was president of the New York 
Life Insurance Company. He was subsequently nominated 
for the position of justice of the Supreme Court of the State 
of New York. 

Mr. E. T. Munger, who since Jan. 1, 1909, has been gen- 
eral superintendent of the Hudson & Manhattan Railroad, 
operating under the Hudson River between New York and 
New Jersey, has. resigned 
that office as a result of 
the financial reorganiza- 
tion of the company which 
is now under way. As head 
of the transportation de- 
partment of the company 
Mr. Munger’s principal 
duty was to carry out the 


Mr. William G. McAdoo, 
the president of the com- 
pany, and in hiring men he 
paid especial attention to 
securing such help as 
would be courteous and at- 
tentive to the public. Mr. 
Munger personally engaged 
every transportation em- 
ployee on the system, 
altogether about 1500 men. Before becoming connected 
with the Hudson & Manhattan Railroad Mr. Munger was 
superintendent of motive power and equipment of the 
Metropolitan West Side Elevated Railway, Chicago. He 
was graduated from the University of Wisconsin in 
1892 and became connected with the Hall Signal Com- 
pany as draftsman and construction foreman. In 1804 
he entered the employ of the National Switch & Sig- 
nal Company, but resigned a year later to become 
foreman of construction of the Metropolitan West Side Ele- 
vated Railway, in charge of wiring cars, stations and power 
houses. In 18908 Mr. Munger was appointed engineer of 
the Englewood & Chicago Railway in charge of the con- 
struction and installation of that company’s storage battery 
surface line between Englewood and Blue Island. On the 
completion of the road he became general manager of the 
Havana Telephone & Electric Light Company, Havana, Ul. 
but re-entered the service of the Metropolitan West Side 
Elevated Railway in 1903 as master mechanic, and continued 
in that position until March 14, 1908, when he was appointed 
superintendent of motive power of the Metropolitan West 


Side Elevated Railway. 


E. T. Munger 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re 
ported. 
RECENT INCORPORATIONS 


*Indianapolis & Cincinnati Electric Railroad, Indianapo- 
lis, Ind—Incorporated in Indiana in the interests of the In- 
dianapolis & Cincinnati Traction Company. In explaining 
the purpose of the new company C. L. Henry, president of 
the Indianapolis & Cincinnati Traction Company, said the 
new company had been formed to extend the lines of the 
Indianapolis & Cincinnati Traction Company from Rush- 
ville to Cincinnati by way of Brookville, Ind., and Harri- 
son, Ohio. The Indianapolis & Cincinnati Electric Railroad 
is capitalized at $10,000, and may be merged with the Cin- 
cinnati, Harrison & Indianapolis Traction Company, which 
is now in existence. 

*Iowa Southern Railway, Des Moines, Ia—Incorporated 
in lowa to build a 25-mile electric or steam railway from 
Albia to Centerville. Capital stock, $900,000. Incorpora- 
tors: William Gardner, Richard Aishton, John Caldwell 
and Jonah Cleveland. 

*Orleans-Kenner Electric Railway, New Orleans, La— 
Incorporated in Louisiana to build an electric railway be- 
tween New Orleans, Kenner and Hanson City. Right-of- 
way is being obtained. A. Smith Bowman, New Orleans, 
president of the Bellevue Farms Company, is interested. 

*Toledo Traction, Light & Power Company, Toledo, 
Ohio.—This company has been incorporated in Maine with 
a capital stock of $17,200,000 presumably as the successor 
to the Toledo Railways & Light Company, the plan for the 
reorganization of which company has been published in 
the Erecrric Ramway JouRNAL. 


FRANCHISES 


Little Rock, Ark—The Little Rock Railway & Electric 
Company, Little Rock, has asked the Council for a franchise 
to extend its lines to Biddle, a suburb of Little Rock. 

Los Angeles, Cal.—The Los Angeles Railway will ask the 
Council for a franchise for an extension of its line on Six- 
teenth Street to the western city limits of Los Angeles. 

Santa Ana, Cal—The Pacific Electric Railway has asked 
the Council for a franchise for a line in Santa Ana. 

Martinsville, 1—The Decatur, Sullivan & Mattoon Tran- 
sit Company has received a franchise from the Council in 
Martinsville. This company has asked the Board of Trus- 
tees of Moweaqua for a franchise in Moweaqua. [E. R. J., 
Fanaas 23.3 

Dubuque, Ia—The Union Electric Company, Dubuque, 
has received a twenty-five-year franchise from the Council 
to extend its line up West Locust Street in Dubuque to 
West Dubuque. 

Ashland, Ky.—The Councils of Ashland and Russell, Ky., 
and the fiscal courts of Boyd and Russell Counties are ex- 
pected to take action in the near future in granting a fran- 
chise to the Ohio Valley Electric Railway, Ashland, for an 
interurban line, which will connect Ashland with Russell 
and thence run to Huntington, W. Va., where there is al- 
ready a connection. The right-of-way is now being secured 

*Donaldsonville, La.—S. Wexler, New Orleans, has sub- 
mitted plans to the City Council in which he offers to build 
a 16-mile electric railway between Donaldsonville, White 
Castle and Napoleonville if the Council will grant him a 
franchise in Donaldsonville. 

Cortland, N. Y—The Cortland County Traction Company 
has asked the Council for a franchise to extend its line along 
Railway Avenue west to Oswego Street in Cortland. 

Granville, N. Y.—Thomas F. Haley, Granville, has re- 
ceived a franchise from the Council for an electric railway 
from Granville through North Granville. 

Islip, N. Y.—The Suffolk Traction Company, Patchogue, 
has asked the Islip Town Board for a franchise to extend 
its line from Patchogue to Sayville. If the franchise is 
granted the company will use the tracks laid by the South 
Shore Traction Company about four years ago. 
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Youngstown, Ohio.—The Lake Erie & Youngstown 
Railroad has received a twenty-year franchise from the 
Council over Covington, Federal and Front Streets in 
Youngstown. 

*Medford, Ore—The F. P. Minney Company, Oakland, 
has received a franchise from the Council in Medford. 
This is part of a plan to build an electric line through the 
Rogue River Valley. W. E. Beveridge, chief engineer. 

Portland, Ore—The Portland, Eugene & Eastern Rail- 
way has received a franchise from the City Council to elec- 
trify its line on Fourth Street, Portland. 

Charleston, S. C.—The Charleston & Summerville Inter- 
urban Railway has received a six months’ extension of 
time in which to begin the construction of its 20-mile line 
between Charleston and Summerville. J. L. David, presi- 
dent= [ES RoJ:, ‘Oct,.10.2 124) 

Chattanooga, Tenn.—The Chattanooga Railway & Light 
Company has received a thirty-eight-year franchise from the 
Council to extend its lines over certain streets in Chatta- 
nooga. 

St. Elmo, Tenn.—The Lookout Mountain Railway has 
asked the Council for a franchise to build a line in St. 
Elmo. Joseph E. Brown is interested. [E. R. J., Nov. 
2125] 

*Dallas, Tex.—L. A. Stemmons, representing the Dallas 
& Oak Cliff Electric Railway, has asked the County Com- 
missioners for a twenty-year franchise for a line from a 
junction on the line of the Northern Texas Traction Com- 
pany’s loop in Oak Cliff along Marlborough Avenue and 
Brooklyn Street into Sunset Hill at Oak Cliff Boulevard. 

New Braunfels, Tex.—The San Antonio & Austin Inter- 
urban Railway, San Antonio, will ask the Council for a 
franchise in New Braunfels. The line will connect San 
Antonio, Austin, New Braunfels and San Marcos. H. G. 
Henne, New Braunfels, is interested. [E. R. J., Jan. 25, 
"13.] 

Port Townsend, Wash—W. B. Webb and associates 
have received a fifty-year franchise from the Council for a 
line in Port Townsend. [E. R. J., Jan. 25, ’13.] 

Vancouver, Wash.—The Northwestern Electric Com- 
pany has received a franchise to build a line across the 
government grounds at Vancouver. The company has 
asked for a franchise in Portland. It is reported that the 
company plans to construct a line up White Salmon River 
Valley. 

Point Marion, W. Va.—The West Penn Railway, Pitts- 
burgh, has asked the Council for a franchise in Point Ma- 
rion. 

Point Marion, W. Va—The West Virginia Traction & 
Electric Company, Wheeling, has asked the Council for a 
franchise in Point Marion. 


TRACK AND ROADWAY 


Fresno, Hanford & Summit Lake Interurban Railway, 
Fresno, Cal—This company has applied to the Railroad 
Commission for authority to issue $1,250,000 of bonds. It 
is proposed to use the proceeds in the construction of a line 
extending from Fresno easterly to Centerville and south- 
easterly to Kingsburg, 40 miles. The company has pro- 
cured practically all of the needed rights-of-way and has 
completed the roadbed over most of the route. It has con- 
structed culverts over all waterways. 

Pacific Electric Railways, Los Angeles, Cal.—Extension 
of this company’s lines into the districts of East Long 
Beach, including Belmont Heights and the Temple district, 
is being considered by this company. 

Oakland, Antioch & Eastern Railway, Oakland, Cal._— 
Grading has been completed by this company on the last 
stretch of its line between Bays Point and Sacramento. 
Rails have been ordered and the ferry slips at Chipps 
Island and Mallard Island are nearing completion. The 
Yolo Basin trestle will be 13,000 ft. long, and 6000 ft. of 
this is already finished. 

Crescent City Railway, Riverside, Cal—Work has been 
begun by this company on the grading of the roadbed for 
the extension of the Riverside-Bloomington line to Rialto. 
Oscar Ford, Rialto, has been awarded the contract for the 
construction of the line. 
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Sacramento Valley West Side Electric Railway, Willows, _. 
Cal—This company will soon award contracts to build its 
line between Red Bluff, Davis and Dixon, connecting at 
Dixon with the Oakland, Antioch & Eastern Railway. C. 
L. Donohue, Willows, president. [E. R. J., Nov. 2, ’12.] 

*Miami, Fla—The Ocean Beach Realty Company, of 
which Joseph A. MacDonald is president, plans to build 
an electric railway from Homestead or Detroit to Palm 
Beach. At Miami a steel and concrete bridge is to span 
the bay at a point just north of First Street, landing on the 
peninsula at the north end of the holdings of the Ocean 
Beach Realty Company. The bridge will be 3 miles in 
length. The company will soon ask the Council for a fran- 
chise to build its line over certain streets in Miami. 

Georgia Railway & Electric Company, Atlanta, Ga.—This 
company has been asked to consider plans to extend its 
Highland Avenue line in Atlanta for 1 mile beyond its pres- 
ent limits. 

Rome Railway & Light Company, Rome, Ga.—This com- 
pany plans to build two extensions, one 1% miles and the 
other 3 to 4 miles, to East Rome in the spring. 

Americus, Tifton & Atlantic Railway, Tifton, Ga—Right- 
of-way has been obtained, surveys completed and construc- 
tion will be begun soon by this company on its line from 
Americus to Milltown, via Oakfield, Doles, Ashburn, Tifton 
and Nashville, I. W. Myers, Tifton, president. [E. R. J., 
Jan. 4, ’13.] 

Waycross Street & Suburban Railway, Waycross, Ga— 
Work has been begun by this company on its extension 
along Albany Avenue in Waycross. 

Tri-City Railway, Davenport, Ill—Double track will be 
laid by this company on Third Avenue between Fifteenth 
and Twentieth Streets in Rock Island. 

Indianapolis & Cincinnati Traction Company, Indianap- 
olis, Ind.—Elections will be held in Richland, Noble and 
Rushville Townships, Rush County, to vote on a proposi- 
tion of a tax of 20 cents on $100 in aid of the extension of 
this company’s line through Rush County. 

Cedar Rapids & Marion City Railway, Cedar Rapids, Ia. 
—Extensive improvements, which are planned by this com- 
pany, include addition of one-third to the present trackage, 
new and heavier rails on old tracks and laying of new tracks 
on two of the old lines. The improvements involve the 
construction of 6%4 miles of new track, in addition to the 
reconstruction of some of the old lines, making a total 
of 8% miles. 

Kentucky Utilities Company, Lexington, Ky.—This com- 
pany plans to construct a line through Bath and Montgom- 
ery Counties in Kentucky, leading out of Sharpsburg. 

Louisville & Interurban Railway, Louisville, Ky.—This 
company has been asked to consider plans to extend its line 
east and northeast along the Brownsboro Road out of Louis- 
ville. 

Louisville (Ky.) Railway.—Work has been begun by this 
company double-tracking a 2-mile stretch of its line south on 
Third Avenue to Iroquois Park between Meadow Brook 
station and the park, affording through double-tracking to 
the southern terminal. 

Louisiana Traction & Power Company, Lafayette, La.— 
Preliminary surveys have been completed by this company 
from Lafayette to Jennings. This line will connect Lafay- 
ette, Morgan City, Alexandria and Abbeville. J. A. Landry, 
Lake Charles, president. [E. R. J., Feb. 1, ’13.] 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
An extension along Xerxes Avenue in the Lake Harriet dis- 
trict, Minneapolis, will soon be built by this company. 

Meridian Light & Railway Company, Meridian, Miss.— 
Work will be begun at once by this company on the exten- 
sion of its Eighth Street line in Meridian to Oakland Heights 
from Fortieth Avenue and Paulding Street. 

*Bonner Springs, Mo.—Surveys are being made to build 
an electric railway from Kansas City to Bonner Springs, via 
Kaw Valley. J. D. Waters, Bonner Springs, is said to be 
interested. 

Newbern-Ghent Street Railway, Newbern, N. C.—Plans 
are being considered by this company to extend its lines to 
Pollocksville or Trenton. 
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Cincinnati (Ohio) Traction Company.—Plans are being 
considered by this company for an extension to Bond Hill. 


Nipissing Central Railway, Cobalt, Ont—This company 
_has been asked to consider plans for an extension from 
New Liskeard, the present terminal, to North Temiskaming. 


Niagara Falls, Welland & Lake Erie Railway, Niagara 
Falls, Ont—Work will be begun in the spring by this com- 
pany on its line between Fort Erie and Fort Colborne. 
The plans call for the erection of a bridge at Fort Erie for 
a connection with the lines of the International Railway at 
Buffalo. Thomas R. Cummings, chief engineer. 


Humber Valley Railway, Toronto, Ont.—This company 
has applied to the Ontario Legislature for approval of 
its plans to build a double-track electric railway through 
the Humber Valley from Lambton to the mouth of the 
Humber River and along the shore to Sunnyside. This 
line will be built by Home Smith and the Toronto Land 
Corporation. 

Toronto & York Radial Railway, Toronto, Ont.—This 
company will apply to the Legislature for the right to enter 
into an agreement with the city of Toronto for the double 
tracking of Yonge Street from the southern terminus of the 
railway to York Mills. It is also proposed to apply for the 
right to construct lines west to connect with the Mimico 
division and east to connect with the Scarboro division. 
The company in addition wants its authorized bond issue 
increased from $20,000 to $30,000 a mile. 


Erie (Pa.) Traction Company.—Plans are being consid- 
ered by this company to build an extension to Corry. 


Pottsville Union Traction Company, Pottsville, Pa—This 
company, which is operated by the Eastern Pennsylvania 
Railways Company, plans to extend its line from Pottsville 
to Shenandoah over the summit of Broad Mountain. 

Reading (Pa.) Transit Company.—Surveys are being made 
by this company to extend its line between Myerstown and 
Womelsdorf, a distance of 8 miles. 

*Chambersburg & Shippensburg Railway, Shippensburg, 
Pa.—This company has been organized in Pennsylvania to 
build an electric railway between Red Bridge Park and 
Shippensburg. It will be necessary to build only from Red 
Bridge Park. There it will join the Chambersburg, Green- 
castle & Waynesburg Railway tracks and use them to Me- 
morial Square, Chambersburg, under a lease. The power 
plant of the company will be located at Red Bridge Farm. 
Capital stock, $250,000. Officers: T. M. Mahon, president; 
William H. Fisher, vice-president; C. P. Miller, treasurer; 
J. G. Schaff, secretary, and J. A. Strite, solicitor. 


Warren (Pa.) Street Railway.—Announcement is made 
by this company that it will extend its lines 9 miles to 
Youngstown in the spring. 


*Bristol, Tenn—James B. Cox, Knoxville, and associates 
are considering plans to build an electric railway between 
Bristol and Johnson City, via Austin Springs. Right-of- 
way is being secured. 

Memphis (Tenn.) Street Railway.—This company is re- 
ported to have ordered 500 tons of rails from the Pennsyl- 
vania Steel Company. The company has announced that it 
will begin the construction of two extensions in the imme- 
diate future, one from the present Central Avenue terminus 
to Cooper Street and the other from Florida Street on Trigg 
Avenue to Riverside Park. 

El Paso (Tex.) Electric Railway.—Grading on this com- 
pany’s line from El Paso to Fabens, 30 miles down the El 
Paso Valley, will be begun by the Stone & Webster En- 
gineering Corporation at once. The grading contract has 
been awarded to the Dudley & Orr Company. 


Northern Texas Traction Company, Fort Worth, Tex.— 
During the next month this company plans to begin work 
double-tracking the Fort Worth-Dallas line between Fort 
Worth and Handley. The company also expects to extend 
its double track from Boundary, Oak Cliff, to Westmoreland, 
a distance of 2 miles. 

San Antonio & Austin Interurban Railway, San Antonio, 
Tex.—Prelimnary surveys are being made by this company 
on its 80-mile interurban railway between Austin and San 
Antonio. The following officers have been elected: Vories 
P. Brown, president; W. B. Tuttle, San Antonio, vice-presi- 
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dent; Jesse D. Oppenheimer, treasurer, and S. C. Bell, sec- 
getany.. [EO Re ji, Jane25ycrs-| 

San Antonio, Fredericksburg & Northern Railroad, San 
Antonio, Tex.—Preliminary arrangements are being made 
by this company to build its 25-mile line from Fredericks- 
burg to a connection with the San Antonio & Aransas Pass 
Railway, 4 miles north of Waring, Tex. The headquarters 
of this company are at the Gunter Building, San Antonio. 
RAD Wove. president. [Baik Ip. Jatin) 235) 


San Antono (Tex.) Traction Company.—Plans are being 
made by this company to double-track and extend some of 
its lines in San Antonio. 


Texas City (Tex.) Street Railway.—Rails are being laid 
by this company at Tenth Street and Ninth Avenue in 
Texas City. At this point the line connects with the Texas 
City Terminal Company’s tracks. The main line of this 
company will run from the waterfront at the docks west 
to Sixth Street to Eighteenth Avenue, Texas City. Thomas 
J Davies; president. “[E~R. J; Dee) 21,7124 


SHOPS AND BUILDINGS. 


British Columbia Electric Railway, Vancouver, B. C.— 
This company has purchased the Pythian Castle Hall on 
Douglass Street and Pandora Avenue in Victoria, and will 
reconstruct it to be used for an office building and sub- 
urban depot for the Saanich line. The company plans to 


build new carhouses between Bay Street and Haultain 
Street in Victoria. The cost is estimated to be about 
$50,000. 


Indianapolis & Cincinnati Traction Company, Indianapo- 
lis, Ind.—This company has purchased property in Fair- 
land on which it will soon build a new passenger station. 

Des Moines (Ia.) City Railway.—During the summer this 
company plans to build new carhouses in Des Moines. The 
site has not yet been selected. 

Interborough Rapid Transit Company, New York, N. Y.— 
This company has been ordered by the Public Service Com- 
mission to build a new elevated station at Thirty-eighth 
Street and Sixth Avenue in New York City. 

Portland Railway, Light & Power Company, Portland, 
Ore.—With the completion of this company’s new carhouses 
and repair shops at Rhone, Mall and East Seventeenth 
Streets, Portland, the company’s old shops at Twenty-third, 
Milwaukee and Clay Streets have been abandoned and all 
the work is now being handled from the one central plant. 

Greenville, Spartanburg & Anderson Railway, Anderson, 
S. C.—This company has awarded the contract to the 
Wilkeson-Moffett Construction Company, Durham, N. C., 
for the construction of its new machine shops and car- 
houses in Greenville. The carhouse will be 65 ft. x 200 ft. 
and the repair shops 65 ft. x 125 ft. Both structures are to 
be constructed of white brick, one story high, with steel 
roofs. 

Texas City (Tex.) Street Railway.—This company will 
build its new carhouses at the corner of Ninth Street and 
Tenth Avenue in Texas City. R. M. Orth, general man- 
ager. 

POWER HOUSES AND SUBSTATIONS 

Bay State Street Railway, Boston, Mass.—An addition 
will be built by this company to its plant on Middlesex 
Street, Lowell. The structure will be 35 ft. x 95 ft. and one 
story high. The cost is estimated to be about $10,000. 

Twin City Rapid Transit Company, Minneapolis, Minn: 
—Nearly $2,000,000 for improvements was included in the 
budget agreed upon by this company at a recent meeting 
of the directors. Among the improvements scheduled is 
a new 15,000-kw unit at the steam power station and a 
transformer station. 

Morris County Traction Company, Morristown, N. J.— 
Plans are being considered by this company to build a new 
central station. 

Montreal (Que.) Tramways.—This company plans to add 
to its equipment at its station on William Street a 2000-kva 
synchronous motor, with a 1500-kw, 600-volt direct-con- 
nected generator. The Canadian Westinghouse Company 
will supply the machines. The Montreal Tramways will 
also install a 15-ton monorail hoist, supplied by John Mil- 
len & Son, Ltd., Montreal, for handling the machinery. 
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Manufactures and Supplies 


ROLLING STOCK 


United Railroads, San Francisco, Cal., expects to purchase 
fifty cars of the California type during ro13. 


Easton (Pa.) Transit Company has ordered three semi- 
convertible pay-within cars from The J. G. Brill Company. 


Toledo Railways & Light Company, Toledo, Ohio, ex- 
pects to purchase twenty prepayment cars and build an ad- 
ditional twenty cars of the same type in its own shops. 


Spartanburg Railway, Gas & Electric Company, Spartan- 
burg, S. C., has ordered from the American Car Company 
five 20-ft. 8-in. closed cars mounted on Brill 21-E trucks. 


New England Investment & Securities Company, Spring- 
field, Mass., is reported to have ordered ten 35-ft. cars from 
the Wason Manufacturing Company for operation between 
Springfield and Worcester. 

Great Northern Railway, St. Paul, Minn., has ordered two 
7o-4t. gas-electric motor cars from the General Electric 
Company. They will be placed on branch line service be- 
tween Rockport and Anacortes, Wash. 


Minneapolis, St. Paul, Rochester & Dubuque Traction 
Company, Minneapolis, Minn., will place in service on its 
line between Minneapolis and Northfield two more gas-elec- 
tric motor cars which were ordered from the General Elec- 
tric Company. These new cars will be of the 70-ft. type 
and will make a total of ten similar self-propelled gas-elec- 
tric units now in operation on this line. A gas-electric loco 
motive has also been ordered for light freight and passenger 
work, and an order has been received from the same com- 
pany to equip a Strang gas-electric car with General Elec- 
tric apparatus. 


TRADE NOTES 


Western Electric Company, New York, N. Y., has elected 
Gerard Swope, general sales manager, and Albert L. Salt, 
general purchasing agent, vice-presidents of the company. 

Simplex Electric Company, Boston, Mass., has changed 
its name to the Simplex Wire & Cable Company. The 
change of name involves no change in the management or 
interests of the company. 

Weir Frog Company, Cincinnati, Ohio, has appointed M. 
J. Madison superintendent of its plant at Cincinnati. Mr. 
Madison was formerly assistant superintendent of the 
Morden Frog & Crossing Company. 

Sanderson & Porter, New York, N. Y., announce that 
Richard S. Buck has retired from the firm and has become 
chief engineer of the Dominion Bridge Company, Canada. 
Seton Porter has been admitted as a member of the firm 
of Sanderson & Porter. 

Ohio Brass Company, Mansfield, Ohio, has recently se- 
cured the exclusive sales rights for the National railroad 
trolley guard, which is a patented device for preventing 
electric cars from becoming stalled on steam road crossings 
when the trolley wheel leaves the wire. 

H. W. Johns-Manville Company, New York, N. Y., has 
appointed C. L. Wheeler its traveling representative in the 
Atlanta territory. Mr. Wheeler is an electrical engineer of 
practical experience and formerly covered the Southern 
States for various large electrical and jobbing concerns. He 
will devote his attention to the electrical products of the 
company. 

Allis-Chalmers Company’s properties at Milwaukee and 
West Allis were sold on Feb. 3 by Jerry W. Hazelton, spe- 
cial master, to J. H. McClement, of New York, chairman 
of the reorganization committee, for $2,500,000. Mr. Mc- 
Clement’s bid was the only one made. Otto H. Falk and 
Daniel W. Call have been acting in the capacity of receiv- 
ers of the company since May 28, 1912. 

John Hoffhine, for nine years assistant chemist on the 
Union Pacific Railroad at Omaha, has become connected 
with the American Brake Shoe & Foundry Company, with 
headquarters at 30 Church Street, New York, N. Y., effec- 
tive Feb. 1. Mr. Hoffhine entered the testing department 
of the Union Pacific Railroad at Omaha in 1904, where he 
soon advanced to the position of assistant chemist. He 
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conducted exhaustive tests and analyses of the associated 
line steel rails, and under the direction of W. R. McKeen, 
Jr., former superintendent motive power and machinery, - 
Mr. Hoffhine had charge of the material testing and re- 
search work in connection with the Harriman lines’ stand- 
ardization of passenger cars, freight cars and locomotives. 


Westinghouse Electric & Manufacturing Company, 
Pittsburgh, Pa., has received the following orders for rail- 
way motors: St. Petersburg Investment Company, St. 
Petersburg, Fla., one double equipment of No. 306 motors 
and K-36-J control; Georgia Railway & Power Company, 
Atlanta, Ga., twenty-five double equipments of No. 306 
motors and K-35-G control and seven double equipments 
of No. 306 motors and HL control; Oakland, Antioch & 
Eastern Railway, San Francisco, Cal., one 600-1200-volt, 
quadruple equipment of No. 322-E motor and HL control; 
Jewett Car Company, Newark, Ohio, two quadruple equip- 
ments of No. 101 B-2 motors and K-28-B control for use 
on the cars which this company is building for the Rich- 
mond & Rappahannock River Railway, Richmond, Va. 


ADVERTISING LITERATURE 


Titanium Alloy Manufacturing Company, Niagara Falls, 
N. Y., has printed in booklet form a new carbon-titanium 
specification for rails. 


Ohio Brass Company, Mansfield, Ohio, has issued a 
folder which discusses some of the advantages of the 
O-B electric car signal system. 


Indianapolis Brass Company, Indianapolis, Ind., has is- 
sued a circular which briefly describes and illustrates sev- 
eral of its products, including I. B. C. trolley frog, motor- 
men’s glass, Samson splicers and the I. B. C. pole sleeve. 


W. N. Matthews & Brother, St. Louis, Mo., have issued 
a folder which calls attention to the Matthews guy anchor. 
Other folders issued by the company describe Matthews 
easy lamp changers and Matthews Giant boltless guy 
clamps. 


Sterling-Meaker Company, Newark, N. J., has issued a 
twenty-four-page catalog which fully describes and illus- 
trates the Giant brake. This brake is made in two forms, 
equipment A and equipment B. Either of these equip- 
ments is furnished with 18-42 or 14-46 gear ratio. The 
same box houses either ratio, thus facilitating change from 
one to the other. 


R. D. Wood & Company, Philadelphia, Pa., have issued 
a 160-page catalog on gas producers and producer gas 
power plants. Besides illustrating and describing the com- 
pany’s apparatus, the publication contains much valuable 
information regarding producer gas when used for power 
or furnace work. Some abstracts from W. J. Taylor’s 
paper, “Energy of Fuel, Solid, Liquid or Gaseous,” are 
also included in the catalog. 


Hess-Bright Manufacturing Company, Philadelphia, Pa., 
has issued a twenty-eight-page catalog on “Ball Bearings 
on Machine Tools.” The publication describes the differ- 
ence between Hess-Bright ball bearings and the Sty ad- 
justable types and fully explains the reasons for the dura- 
bility of H-B bearings. A folder issued by the company 
contains the results of power tests of Hess-Bright ball- 
bearing hangers made in two representative plants. 


C. W. Hunt Company, West New Brighton, N. Y., has 
printed a sixty-four-page catalog which describes the vari- 
ous arrangements of Hunt conveyors that have been de- 
signed and installed by the company. It also contains a 
general description and illustrates the mechanical construc- 
tion of Hunt conveying apparatus. More than half of the 
publication is devoted to illustrations of various installa- 
tions, together with such brief notes as the peculiarities 
of the plant suggest. t 


Union Switch & Signal Company, Swissvale, Pa., has 
issued Bulletin No. 61, which fully describes and illustrates 
the interurban automatic block signaling system which is 
installed on the Washington, Baltimore & Annapolis Elec- 
tric Railroad, between Naval Academy Junction and An- 
napolis, Md. The signal installation comprises 13.2 miles of 
protected track, eight standard single-track blocks and one, 
special block, seventeen semaphore signals and _ sixteen 
light signals. The longest block is 11,610 ft. and the short- 
est 5430 ft., an average of 8680 ft. . 
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of a western city system tile taking a ride with one of our 
: men on. a Fifth Avenue motor-bus between sessions of the 
ih EE. R. A. Midwinter Meeting last week, said, “They are 

bound to come—I’ve watched how they have grown in use 
in British and European cities and Pve watched for their 


coming” in this’ country. _ This line has been using them for 


years and these new buses of yours prove that the older ones 
paid. Now that the chassis i is up to general work we've got 
to use them because they’ re needed and if we don’t the other 
fellow will as sure as fate.” He spent part of the next day 
looking over the bus bodies we are building for Washington 
and took in ‘the Philadelphia Motor Truck Show that night 
_ with our motor-bus expert. ‘By- the- -way, there’s a man you 


ought to know—the head of our Motor- Omnibus Depart- es 


ment—write him. 


‘4 


AGENTS OF THE HG. BRILE COMPANY 


PaciFic Coast — Pierson, Roeding & Co., San Francisco, 
Los Angeles, Portland, Seattle. ARGENTINE AND Urucuay— 
Federico H. Bagge, Calle San Martin 201, Buenos Aires. 
Betcium AND Hotitanp—C. Dubbelman, 24 Place de Lou- 
vain, Brussels. Irary— Giovanni Checchetti, Piazza Sicilia, 1, 
Milan. Natrat, TRANSVAAL AND ORANGE River CoLtony— 
Thomas Barlow & Sons, Durban, Natal. AuvusTRALAsIA— 
Noyes Brothers, Melbourne, Sidney, Dunedin, Brisbane, Perth. 
Cu1na—Shewan, Tomes & Co. Mak oe Gintane Shanghai. 


f Bock FIC MANAGER 


. 
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2500 to 3000 freight cars are eee every month in trains s of 251 to 35 cai 
Portland (Oregon) Railway, Light and Power Company by coe ; 


brick, Cee material, Bl 

in Portland. — mine: i G 
Freight receipts famionmeiie to over + $2504 000 per oes ton de 

54-mile electric road. a te 


“New Bagacee 


for Electric oe 


W Street Railways and iatenurbas ‘Roads Ui; Ch ae country . 
are increasing | their income through the haulage of froehe by GE i 
Locomotives. Biomass ci - ‘aA 


WAR Hatta? 


The design oF the G-E leanne provides ample motor capacit y 
for the work to be perenne’ allows spa epee meta at 


ie ceclnele | ree ie 
A letter to our nearest AEs will bring ideation whic ch econ 
enable you to figure on increased i income for ‘your: road. 


General Electric. 
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Ralimote/ Md... ; Columbus, Ohio _Largest Electrical Manutactirer in ‘the’ World cw Haven, Cann 
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